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British Mission’s Discussions in Argentina 


T HE discussions in Argentina between the members of the 

British Mission, headed by Sir Wilfrid Eady, and repre- 
sentatives of the Argentine Government, appear to be making 
slow progress, and some disappointment has been reflected 
in a decline in the prices of Argentine railway securities quoted 
in London. The optimists probably had taken too sanguine a 
view of the speed with which discussions of the magnitude 


of those concerning the Mission could be resolved. A com- 
muniqué by the Argentine Government has stated that the 


latter had proposed that the funds accumulated in Great Britain 
during the war should be converted into a long-term loan 
bearing not more than 24 per cent. interest, but this was not 
acceptable to the British delegation. It added that Sir Wilfrid 
Eady had stressed the problem of the British-owned railways 
and had made a formal request to the effect that the negotia- 
tions between the Mission and the Government should be con- 
ducted towards a comprehensive and friendly agreement cover- 
ing all matters of economic and financial interest to the peoples 
of both countries. Reports from Argentina suggest that there 
will be some hard bargaining before any agreement is reached, 
and that at the outset the Argentine Government has not given 
any indication of being ready to assist in meeting the difficulties 
of the railways. 
* ¥ * * 


Mr. Roger Gibb 

The death of Mr. Roger Gibb at the age of 60 has severed a 
direct link with the early days of railways. He was the eldest 
son of Sir George Gibb, one-time Engineer to the Great North 
of Scotland Railway, and later General Manager of the North 
Eastern Railway, who was born in 1850 and was one of the out- 
standing personalities of the railway world. Mr. Roger Gibb’s 
brother, Mr. Paul Gibb, is Goods Manager, North Eastern 
Area, L.N.E.R. After spending a number of years on the 
Great Western Railway, where he was mainly engaged in 
handling rates questions, in 1930 Mr. Roger Gibb went to 
Rhodesia, where he was appointed Chairman of the Railway 
Commission, which exercises functions similar to those of the 
Railway Rates Tribunal in this country. Subsequently he con- 
ducted an investigation into railway arrangements in the British 
East African Territories. He specialised in railway rates and 
in railway economic matters generally. His academic distinc- 
tions included Fellowships of the Royal Statistical Society and 
of the Railway Economic Society, and he was a Gold Medallist 
of the Institute of Transport. In recent years he had suffered 
from a breakdown in health, which compelled him to return 
to this country shortly before the outbreak of war. A portrait 
and some biographical details are given elsewhere in this issue. 

* « x * 

Lord Monkswell on Nationalisation 

Two lines of approach are open to the question of nation- 
alisation of public services. One is that the Government 
desires to take over a service to facilitate the establishment of 
some doctrinaire system, and the other that it is moved by 
a patriotic desire to benefit the country and believes that it 
will be able to give a better service at a reduced cost. Lord 
Monkswell in his recent book, “ Railways and Their Future,”* 
confines himself to the latter assumption. He points out that 
when war came the railways were in a position to meet the 
greatly increased strain and the privately-owned railways were 
far readier for war than the Government and Government 
departments. If the railways had been nationalised, presum- 
ably they would have been in no better position than that of 
other departments under direct Government control, and Lord 
Monkswell’s view is that in that case it is probable that the war 
would have been lost. If there were now a sudden change 
of ownership, there would be a grave risk of disturbing the 
balance of the efficiency which at present characterises the 
railway, to say nothing of increasing the political passions of 
which the railways are to some extent the sport. Lord Monks- 
well says that there was a period of inertia on the railways 
between 1850 to 1930 and that this contained features strikingly 
like those generally attributed to the average Government 
department. It would be risking a recurrence of the trouble 
to hand them over to the very persons who are most likely 
to fall victim to the lure of inactivity. 


* See ‘* Publications Received,” page 94 
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Mr. W. H. Maass 


Mr. W. H. Maass, who is now returning to South Africa 
after being Assistant Advisory Engineer to the South African 
Railways & Harbours since 1937, for five years of which he 
acted as Advisory Engineer, takes with him the good wishes 
of a wide circle of friends in the railway engineering industries 
in this country. During his stay in London, Mr, Maass has 
taken an active part in railway engineering affairs, and he has 
been an able member of the Council of the Institution of 
Locomotive Engineers. He has done much to forward -the 
interests of the South African Railways, and has earned a high 
reputation as an efficient officer whose fair-mindedness and 
tactful approach has enabled him to obtain from industry in 
this country the maximum for South African requirements 
during the difficult years of the war. He is shortly to resume 
duty in South Africa as Acting Mechanical Engineer at the 
East London Workshops of the South African Railways & 
Harbours, and Mr. H. D. Ward Smith has been appointed 
Advisory Engineer to the South African Railways & Harbours 
in London with headquarters at South Africa House. Portraits 
and some biographical details of Mr. Maass and Mr. Ward 
Smith, who has had considerable experience in mechanical 
engineering matters in various capacities on the South African 
railway system, are given elsewhere in this issue. 


* * * * 


Electronics in Industry 

Technical visitors to the Rugby works of the British Thomson- 
Houston Co. Ltd, recently have had an opportunity of attend- 
ing a symposium of papers on those peacetime applications of 
electronic engineering with which the firm is associated. Par- 
ticular attention was given to electronic controls for workshop 
tools and processes; these devices are specially useful wherever 
precision is essential, and not only enable very high accuracy 
of speeds and timing to be secured, but also in many cases per- 
mit the achievement of greater productivity per man-hour than 
otherwise would be possible. They thus have distinct attrac- 
tions in present conditions in railway workshops. Demonstra- 
tions were given of many kinds of electronic valves and their 
uses. Thyratrons, for instance, enable a standard d.c. motor to 
be supplied from a.c. mains and given wide speed ranges and 
other useful characteristics. Ignitrons are very suitable for 
welding processes of many kinds. The firm has also developed 
high-frequency heating equipment of both induction and di- 
electric types. Its activities in the production of wartime 
radar are widely known, and it is now embarking on sea trials 
of a 3-cm. radar equipment suitable for the mercantile marine, 
embodying several distinctive features. Primarily, however, 
the symposium was concerned with industrial or workshop 
applications, the versatility of which was well indicated. 


* * * * 


Through from New York to Mexico City 


The recent institution in the United States of the first through 
sleeping car services on record between the Atlantic and the 
Pacific coasts is proving infectious. More than a dozen of 
these are now in operation by different routes, but until now 
the through services planned all have been via Chicago. From 
July 7, however, St. Louis—the other main “ gateway ” between 
east and west—also has become the focal point of a new 
through service, and in this case from north-east to extreme 
south-west. Moreover, this latest development is much more 
ambitious, as it is a complete through train. Known as the 
“East-West Sunshine Special,” it is international, for it 
carries a through sleeping car between New York and Mexico 
City. The United States railways concerned are the Penn- 
sylvania, Missouri Pacific, and the latter’s Texan subsidiary, 
the Texas & Pacific. The Pennsylvania works the train, with 

~through sections from both New York and Washington, as 
far as St. Louis, where the Missouri Pacific takes over. 
Through sleeping cars and reclining-seat coaches are run to 
_Dallas, Fort Worth, San Antonio, Houston, Galveston, and 
El Paso, together with the Mexico City sleeper, handed over 
at Laredo to the National Railways of Mexico. Leaving New 
York at 9.30 p.m. and St. Louis at 5.30 p.m. on the following 
day, passengers reach Dallas and Forth Worth on the morning 
of the third day, Houston in the early afternoon, and Mexico 
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City at 8.50 a.m. the fourth day, in almost exactly 34 days from 
New York. A letter from a correspondent on the new services 
is published on our “ Letters to the Editor” pages. 

* *” * * 


Coastal Railway Protection in West Wales 


Storms in recent years have become increasingly menacing 
on the Merionethshire coastline, and the Great Western Rail- 
way Company has found it necessary to increase the protection 
of its line. Sand dunes topped with grass had hitherto been 
a sufficient bulwark against the ravages of the sea, but, as 
the wave action continued to undermine this natural defence, 
steps had to be taken to form a strengthened line. For a 
continuous distance of three-quarters of a mile, a dry-stone 
wall, formed of stones weighing up to as much as 10 tons each, 
was built between Towyn and Tonfanau stations. More heavy 
storms tore away parts of the remaining sand defences until, 
in places, there was only the wall of heavy stone left to protect 
the line. It was, therefore, decided to build, in front of the 
stone wall, a dry-pitched stone apron, with a slope of approxi- 
mately 2 to | facing the sea, and a flatter slope on the opposite 
side. This needed 17,500 tons of stone, and the complete work 
took two years to accomplish. The defence work has been 
tested by recent heavy storms, and has proved, to date, capable 
of standing up to the heavy action of the sea. In fact, due 
to the slope of the face, the undertow has been greatly 
weakened and small stone and gravel are being deposited on 
the apron, the sea thus assisting in piling up a defence against 
itself, 

* * * * 


Extension of Southern Railway Electrification 


For several years, the one important outer London section 
of the Southern Railway omitted from successive electrifica- 
tion schemes has been the 24} miles from Sanderstead to 
Horsted Keynes, via Oxted and East Grinstead. Plans for 
the electrification of this route were well advanced in 1939, 
but were shelved on the outbreak of war. Ina recent official 
advertisement this scheme is included among the important 
works that are to be carried out when supplies of manpower 
and materials become available. The line, which carries a 
heavy residential traffic as far as Oxted, and to a lesser extent 
onwards to East Grinstead, is severely graded, and includes 
several tunnels and lattice girder viaducts. The work of repair- 
ing and strengthening one of the latter structures, at Cook's 
Pond, between Dormans and East Grinstead, was described in 
our May 3 issue. The electrification of this route, together 
with the short connecting spur from South Croydon to Selsdon, 
would stimulate development in what have already become 
popular residential districts, and provide an _ alternative, 
although slightly longer, route between London and Brighton 
and Eastbourne. The sections from Horsted Keynes to Hay- 
wards Heath, and from Selsdon to Sanderstead, were electrified 
on July 7, and September 30, 1935, respectively. 


* * * 7. 
Big Bridge Rebuilt in Holland 


A second* big bridge over the Ijssel River in Holland has 
been rebuilt and was opened on May 2. It is at Zwolle, near 
the river's mouth, and carries the most direct and important 
line of railway connecting northern and western Holland. After 
previous demolition, rebuilding and bombing, the bridge was 
thoroughly blown by the retreating Germans in 1945, It 
consisted of four 131 ft. approach spans, two 236 ft. main bow- 
string spans, twin 131 ft. vertical lift spans, and two more 131 
ft. approach spans. Little was left undamaged except one lift 
span and the lift towers and their piers, and one tower and 
pier even were damaged by bombing. The Netherlands Rail- 
ways, in rebuilding this large structure, were able, from their 
own resources, to (a) refrabricate one main span from parts of 
the two destroyed; (b) replace the second with a continuous 
plate-girder span, built from some of the parts of the damaged 
approach spans,’and supported at the centre by a temporary 
concrete pier; and (c) renew some of the approach spans with 
other parts of the original damaged ones. They were also able 
to rebuild the damaged tower and pier to reinstate one lift 


_ * The_ first was rebuilt at Deventer by Royal Engineers with Everall 
—— Truss and U.C.R.B. spans, as described in our issue of January 25, 
6 
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span. Then, however, they had reached the limit of their own 
resources and had to enlist the aid of their allies, as explained 
in the following note. 


* * * * 


From Waterloo Bridge to the Netherlands Railways 


As recorded in the previous note, the Netherlands Railways 
engineers used material on hand to rebuild about 900 ft. out 
of the 1,400 ft. required to complete the new Ijssel River bridge 
at Zwolle. For the remaining 500 ft. they were supplied by 
their British allies with three Everall Sectional Truss spans. 
The spans used at Zwolle were 112 ft. 9 in., 123 ft., and 
123 ft. in length, and they were supported by British stan- 
dard trestle piers, also described in an earlier part of that 
serial article. Perhaps the most interesting feature of all in 
this big bridge rebuilding job was, however, the shipment from 
England and use as an approach span in the new railway 
bridge of one of the temporary Waterloo Bridge (road) spans. 
This 133 ft. 4 in. span completed the bridge. So far as we are 
aware this is the first occasion upon which a large road span 
has been used in a semi-permanent railway bridge, though the 
use of old railway spans for highway bridges is comparatively 
common practice in some parts of the world. Illustrations of 
the pre-war bridge, the damaged structure under reconstruction, 
and the rebuilt bridge are given on page 98. 


+ * * * 
An Accident Under “ Stop and Proceed” 


The summary in this issue of Lt.-Colonel G. R. S. Wilson’s 
report on the collision near Northwood, Met. & G.C. Joint 
Railway, on December 31, 1945, shows the cause to have 
been driving at too high a speed under the “stop and pro- 
ceed” rule, and being taken unawares by a train ahead 
obscured by fog. One would think that drivers would, if only 
for their own sakes, decline to be influenced by any suggestion 
or statement made by another person, whether porter, signal- 
man or anyone else, about previous trains, and would act 
strictly in accordance with the rules and the warning given 
them by the signal. Nothing else can ensure their safety. 
Another feature of this case was the carelessness shown in 
transmitting telephone messages, something responsible for 
more trouble and nuisance in railway working than anything 
else, we should imagine. The difficulties experienced with the 
fire extinguishers, as a result of which revised maintenance 
arrangements have been put into force, had also an important 
bearing on the events which followed the collision, and a 
considerable part of the report is devoted to the details 
involved. It is of the utmost importance to be able to deal 
effectively with fire in its initial stages, and too much care 
cannot be taken to see that such emergency equipment is 
maintained in a thoroughly reliable condition. 


* * * * 
L.N.E.R. Pacific No. 500, “Edward Thompson” 


Just before his retirement, Mr. E. Thompson, Chief Mechani- 
cal Engineer of the L.N.E.R., had the distinction of having a 
locomotive named after him. We published an illustration 
in our June 14 issue of the ceremony at Marylebone on 
May 31, when Sir Ronald Matthews, the Chairman of the 
company, unveiled the nameplate on what had previously been 
plain No. 500, and further details of the locomotive are given 
on page 95 this week. This engine has commanded consider- 
able interest, for it is the 2,000th locomotive to be constructed 
at Doncaster, and that in itself is an occasion for congratula- 
tions to be extended towards that distinguished locomotive 
citadel. The appearance of the new locomotive consolidates the 
design evolved in the Doncaster drawing office in connection 
with the conversion of the Gresley “ Cock 0’ the North ” 2-8-2s 
into Pacifics—a difficult and intricate piece of work, involving 
an immense amount of effort and bringing in comparatively little 
kudos, for a locomotive conversion somehow cannot be ushered 
in with the same flourish as a new design. Yet the result may 
well be a rejuvenation of the most spectacular kind, as in the 
case of the famous conversions carried out by M. Chapelon. 
The appearance of No. 500, however, a completely new engine, 
sets the seal of approval on the work done by the earlier class 
“ A2” locomotives and elevates the design to the status of one 
of the new standard L.N.E.R. types. 
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The N.U.R. on Nationalisation 


T the annual general meeting of the National Union of 

Railwaymen held at Morecambe recently, Mr. J. Benstead, 
the General Secretary, had a good deal to say on the subject 
of nationalisation, and strongly criticised an article which ap- 
peared in our June 28 issue. He quoted with approval the 
statement made by Mr. Herbert Morrison on November 19, 
1945, intimating that it was the intention of the Government 
to introduce during the lifetime of this Parliament measures to 
bring transport services essential to the wellbeing of the nation 
under public ownership and control, and claimed that there 
was no dubiety in the mind of the Government. 

He carefully refrained, however, from repeating a state- 
ment made by Mr. Morrison in America on August 17, 1945, 
to the effect that “there is only one justification for either 
nationalisation or private ownership—that is efficient service 
in the interest of the nation. If private enterprise can do this, 
then let it remain.” Again, the same Minister said at Black- 
pool in September: “ Nationalisation was no unique case. The 
test of success was whether those industries would show a 
steady increase in technical efficiency and spirit from the top 
to the bottom.” Yet again, on January 10, broadcasting in 
Canada, he said: “It is up to nationalisers to prove their case 
that there will be advantage by nationalisation. Let the 
argument be directed to the merits and let the test be the public 
interest.” 

Dealing with the first point, we do not imagine that even 
the N.U.R. would claim that the railways had proved ineffi- 
cient during the war. On this matter we venture to quote an 
extract from a recent book* by Lord Monkswell, who has long 
been an active critic of the railways: 

“In particular, the privately-owned railways were far readier 
for war than were the Government and the Government de- 
partments. If, when war broke out, the railways had been 
nationalised, they would presumably have been in no better 
position than that of all other departments which were under 
direct Government control. It is hardly too much to say 
that, in that case, it is highly probable that the war would have 
been lost.” 

As to Mr. Morrison’s other statements, no attempt what- 
ever has been made by nationalisers to prove that nationalisa- 
tion would improve present railway efficiency. Crriticising the 
Government’s annual payment for the control of the railways 
and the L.P.T.B. during the war as being too generous, Mr. 
Benstead carefully overlooks the fact that during the war the 
main-line railway companies, in effect, subsidised Mr. Morri- 
son’s creation, the London Passenger Transport Board. Further, 
even if the total annual net revenue of the nool was about £9 
millions in excess of the 1938 figure, he ignores the fact that 
the Government made a profit on the railways during the 
war of about £195 millions. He criticised this increase of about 
27 per cent. in the payment to the controlled undertakings 
compared with their 1938 earnings and said he would be happy 
if the members of his Union had received pro rata increases. 
In fact, the level of salaries and wages has increased by about 
60 per cent. compared with the outbreak of war! 

Attacking our comment in our June 28 issue that, if insistence 
on profits from the railways is to be the policy of the Govern- 
ment, the outlook is not hopeful for large-scale development 
plans such as those suggested for the London area at a cost 
of £230 millions, he argued that when the British railways are 
nationalised this would be done on a business-like basis and 
they would be run to yield a profit. Obviously the questions 
of compensation for taking over the lines and the expenditure 
of vast sums of capital on development works are two entirely 
different matters. 

As the L.P.T.B. is finding out to its cost, capital expen- 
diture has to be remunerated, and if the railways are to 
be run by the Government so as yield a profit, and every 
ambitious development schemes are put in hand, those in con- 
trol of the railways may well have to choose between increasing 
charges, reducing expenditure, or withdrawing facilities, which 
is the point we were making. 

As to the question of Ministry of Transport inquiries into 
railway accidents, we see no reason to modify the query we 
raised as to whether the State would still continue to conduct 


* See: ** Publications Received,”’ page 94, and editorial note, page 85 
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such inquiries into what would be a Departmental matter. 
Finally, we notice with interest the hope he expressed that the 
N.U.R. would not treat the British nationalised railways as a 
kind of milch cow from the point of view of wages and con- 
ditions of service, but would unite in bringing into being a 
service giving the maximum of convenience to the community. 
These are exemplary sentiments, which show a remarkable con- 
trast with statements made in the past by other representative 
railway union leaders. 


* * * * 


Road-Rail Co-Ordination Proposals 


HE memorandum prepared by the General Managers of 
the four main-line railway companies and the Road 
Haulage Association on the co-ordination of road and rail 
freight transport, which was submitted to the Minister of 
Transport last week, and details of which were published in 
our last issue, has since received the approval of the railway 
companies’ boards, and Lord Sandhurst, Chairman of the 
British Road Federation, personally has welcomed the plan, 
which will shortly come before the governing body of the 
Federation for endorsement. The Federation of British In- 
dustries, the Association of British Chambers of Commerce, 
and the Traders’ Co-Ordinating Committee on Transport, are 
satisfied that the proposals safeguard the trader’s freedom to 
select the form of transport he wishes to use and his freedom to 
operate his own vehicles without restriction. Accordingly, 
they support the proposals without reservation. The National 
Union of Manufacturers has also advised the Minister that 
the principles embodied in the memorandum have its full! 
agreement and support, as affording in its view the best ap- 
proach to the solution of the road-rail problem. 

The press generally has recognised the importance of the 
agreement which has obtained such a wide measure of sup- 
port from transport and trading interests, although questions 
are raised as to the precise intention of the phrase “ correla- 
tion of railway rates to road rates based on road factors.” At 
a press conference, Sir Charles Newton, Chairman of the 
General Managers’ Conference, said that although the authors 
of the scheme did not put forward their proposals as an alter- 
native to nationalisation, they regarded it is a better plan 
than nationalisation and they were hopeful that it would 
be accepted by the Government. 

Should the Government accept the proposals, fairly exten- 
sive legislation will be needed. The carriers’ licensing system 
set up under the Road & Rail Traffic Act, 1933, will require 
to be amended so as to make it a statutory obligation for a 
carrier to carry or arrange the carriage of goods in accord- 
ance with the terms of his licence, and to observe statutory 
rates and conditions of carriage and the principle of non-dis- 
crimination between traders. The Railways Act, 1921, will 
require amendment to enable the railways to adopt a railway 
rates structure for merchandise which is capable of correlation 
with a road rates structure based on road factors. How this 
will affect the standard revenue clauses of the Act remains to 
be seen. 

Legislation will be required for substituting the present 
Railway Rates Tribunal by a Road Rates Tribunal with speci- 
fic functions; to secure the relaxation of those statutory re- 
strictions on railways mentioned in the road-rail agreement 
embodied in the Transport Advisory Council’s report of 1939; 
and to secure the establishment of a transport advisory body, 
with possibly local bodies, to facilitate the development and 
co-ordination of transport. «This represents a fairly formid- 
able task, having regard to the present congested state of Par- 
liamentary business. 

Concurrently, the following practical steps will be neces- 
sary. Standard conditions of carriage, the classification of 
merchandise, and national rates structures will have to be for- 
mulated for approval by the new tribunal, correlated as be- 
tween the different forms of transport. The Road-Rail Con- 
ference already has made material progress with this work, 
but a great deal more remains to be accomplished. Area 


organisations will have to be created by the road haulage in- 
dustry to provide for the conveyance of goods by road which 
cannot be placed direct with, and handled expeditiously by. 
individual hauliers. 

Finally, the negotiation of complementary agreements with 
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the inland waterway and coastal shipping industries will have 
to be taken in hand. It will readily be recognised that these 
tasks will occupy a considerable time and it is important, there- 
fore, that publication of the Government’s views on the pro- 
posals should not be subject to undue delay. 


* * * * 


Rail and Road Rates Correlation 


HE proposals of the main-line railways and Road Haulage 
Association on the co-ordination of road and rail freight 
transport provide that the road haulage industry should formu- 
late and adopt a national rates structure based on road factors, 
because the parties feel that the adoption of such a basis is 
inevitable in view of the right of the “C” licence holder to 
carry his own goods in his own vehicle. The plan also pro- 
vides for the railway companies to adopt a railway rates struc- 
ture for merchandise, by both goods and passenger train ser- 
vices, which is capable of correlation with the road rates 
structure. 

Logical though these proposals may be, the press has been 
quick to seize on the point that no indication is given as to 
precisely what the word “correlation” means, or how it is to 
be achieved. If it means that railway rates, broadly, will 
bear some relationship to a new schedule of road rates based 
on road costs, this would involve a radical change in railway 
charging practice and a sweeping simplification of the present 
classification of goods for conveyance by railway. Since the 
middle of the nineteenth century, the railways have followed 
the principle of “ charging what the traffic would bear.” This 
level, theoretically, was subject to a lower limit which was 
estimated to cover the cost of the service rendered, plus some 
small addition in respect of overhead costs, and an upper 
limit which was determined by the value of the service 
rendered. 

Under this principle raw materials such as coal and minerals 
always have been charged at comparatively low rates, because 
higher figures either would have prevented them passing at all, 
or would have so increased the manufacturing costs as to 
interefere with the development of the export trade which is so 
vital a factor in the national economy. The general railway 
classification was settled by the Rates Advisory Committee. 
appointed under the provisions of the Railways Act, 1921, and 
its elaborate structure of 21 classes was based primarily on 
the same broad principle that goods carried for the basic in- 
dustries should bear a lower proportion of overhead charges 
than should those of trades which were less affected by trans- 
port costs. 

The adoption of a railway classification, related to road factors 
only, might have an important reaction on the country’s basic 
industries and export trade at a time when the Government 
is giving first priority to the development of exports. We 
understand that the Federation of British Industries and other 
national traders’ organisations have been assured that provision 
will be made by the railways for the continuance of the grant 
of exceptional rates as heretofore on the basis of a percentage 
reduction from the new scheduled rates. But it is reasonable 
to assume that any new classification which may be evolved 
for road traffic will provide for appreciably fewer than the 
existing 21 classes. Although road rate schedules are hardly 
likely to be fixed for the carriage of coal and other raw 
materials, the correlation of railway charges to road costs, we 
assume, will involve reconsideration of the very low rates at 
present granted for the conveyance of materials for the basic 
industries. 

If rates lower than those which would normally be fixed 
under the new correlation arrangements are required to ensure 
the development of the country’s export trade, it would seem 
reasonable to argue that the cost of any such concession should 
be borne nationally. 

It will be recalled that, when advising the House of Commons 
recently of the proposed increase in rates, as from July 1, the 
Minister of Transport said that its effect on food supplies would 
be adjusted by the Treasury, and when the appropriate time 
arrives we have no doubt that consideration will be given to 
the question as to whether any reduction in the level of rates 
which would normally be chargeable on traffics for the basic 
industries could not be dealt with similarly. 
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The Rights of Trains 


—E have long been accustomed to hear and read much 
about the rights of the motorist, the pedestrian, or the 
holders of first class tickets, but in this country we have ‘ot 
been used to debating the rights of trains. On the other side 
of the Atlantic such rights constitute a grave subject about 
which much has been—and is still being—written and which 
provide a source of constant and stimulating discussion. These 
rights. which Icom so large in the life of every American cperat- 
ing officer and trainman, are the outcome of the gradual develop- 
ment of the train dispatching system, itself the consequence 
of the need of finding a way of working the traffic on the 
single-line routes, at first practically universal and today 
covering a great mileage, under the peculiar conditions obtain- 
ing, which excluded for the most part any recourse to the 
arrangements which became standard in this country, although 
their advantages were recognised in the States. At first the 
American railways had to rely on strict observance of the 
order of movement set out in the timetable, to secure safety 
on single lines, with its obvious inconveniences, but once a 
commencement had been made on the Erie Railroad in 1851 
with using the telegraph to vary the precedence so laid down 
the practice was taken up by other lines and the “train dis- 
patcher ” made his appearance. 

This was at a time when, on most railways, there was prac- 
tically no signalling, as understood in Great Britain. At first 
the numerous railway companies had their own methods of 
applying this dispatching system, but the lack of uniformity 
soon made itself felt, and efforts were directed towards secur- 
ing some agreement, at least on fundamentals, just as agree- 
ment on the zone time system was reached. Standardisation 
in every detail was not possible. but in 1887 a set of rules 
to form a basis for the individual rule books was drafted and 
this was accepted. under the name of the “ Standard Code 
of Train Rules” by the General Time Convention in 1889. 
With certain modifications dictated by experience, this forms 
the foundation of traffic working in the United States at the 
present time. 

It is, however, one thing to elaborate a set of rules and 
another to interpret them in practice, amidst all the contingen- 
cies that can arise in the working of trains: one thing to 
incorporate them in a book and another to ensure that those 
responsible really know its contents and the right way to apply 
them. The American trainman frequently is called on to 
take a decision, in the light of the rules, on his own respon- 
sibility, as to whether he shall proceed into a_ single-line 
section or not, and serious consequences can arise from a 
mistake on his pari. 

Obviously, therefore, the education of the operating staff 
forms a particularly important problem in American rail- 
way working, but for many years there was no work 
to serve as a guide. In 1904, however, the late Mr. H. W. 
Forman, a train rules examiner of great experience, later 
Assistant to the Vice-President & General Manager of the 
Western Pacific Railroad, who wrote much for the Railway A ge 
and its predecessors, issued his “ Rights of Trains on Single 
Track,” at once recognised as an authoritative and exhaustive 
treatise filling a great want. It covered every aspect of the 
subject in the greatest detail. In 1925 another edition appeared 
and Forman had a third revision in mind at the time of his 
death. 

The task has been ably completed* by Mr. Peter Josserand, 
for some years night Chief Dispatcher on the Western Pacific 
and latterly editor of The Train Dispatcher, who has incor- 
porated every amendment made necessary by modern develop- 
ments and expanded certain portions of the book to meet 
them. The style of the work, questions and answers interspersed 
with what are practically lectures, made classical by Forman, 
remains the same with the order of chapters. Mr. Josserand 
is well known for his articles on dispatching problems, and 
as he has been responsible for dealing with the rules 
sections of certain journals he has had quite exceptional ex- 
perience in studying the difficulties that trainmen meet in 
practice and can appreciate the best way in which to help them. 
To the British operating officer or anyone who wishes to 


Rights of Trains,” 561 pages. 74 


Pe : A in. » in Simmons-Boardman 
Publishing Corporation, New York. Price $3.50 
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understand the working of the American dispatching system 
the book may be warmly recommended. Our guards may 
indeed consider themselves fortunate in not having to answer 
some of the problems propounded therein. 


* * * * 


Traffic Position at Welsh Ports 


N July 12 Mr. Ungoed-Thomas, M.P. for Llandaff & Barry 
stated in the House of Commons that the Welsh members 
were profoundly disturbed at the position in the Welsh ports. 
Of the 3,053 dockworkers on the register, the average number 
unemployed during the previous week was 1,400, or 43 per 
cent. Mr. Ungoed-Thomas disclaimed any idea of asking 
preference for Wales, but urged that the Welsh ‘ports should 
be fitted into a national plan under which they should have fair 
play. He suggested that suitable Government cargoes should 
be sent through Welsh ports and inquired what steps the 
Minister of Transport was taking to open up traffic from the 
Midlands and to deal with the decentralisation of chartering 
from London. 

The Minister replied that negotiations were proceeding with 
the Supply Departments about the diversion of Government 
traffic to South Wales. If there was one thing on which he had 
concentrated, it was to develop, as quickly as_ possible, 
a system of more or less uniform and improved road 
facilities covering the whole of the Welsh ports right 
through to the Midlands. He had every hope that a start 
would be made on ihe Severn Bridge in the early part of next 
year. Mr. Barnes was proceeding to emphasise the general 
nature of the problem, but had time only to state that on the 
North-East Coast the percentage of unemployment in dock 
labour was 38 per cent., when the House was adjourned. 

It would have been interesting to have heard what the 
Minister knew about London Docks and the West Coast ports. 
Difficult conditions are not peculiar to any one district. All 
round the coast coal shipping appliances are not being worked 
to anything like their full capacity, and the wartime pressure 
on facilities for handling general cargo has ceased. During 
the war the volume of general merchandise passing through 
the Welsh ports was inflated artificially, and with the coming 
of peace a slump was inevitable. As owner of the docks in 
South Wales, the Great Western Railway can be trusted to do 
everything possible to increase the flow of peacetime traffic, 
but progress is bound to depend mainly on the trend of 
development in industries which are indigenous to the hinter- 
land and in any new trades which may be established there. 

Great stress is put on the building of new motor roads, but 
the railways added to their line capacity during the war and 
could handle efficiently a much larger tonnage of shipment 
traffic than they are now carrying. Road extensions will not 
increase the aggregate ton-mileage to be moved in this country, 
though they may divert traffic from rail to motor haulage. 
Should that happen to any great extent, the railways cannot 
be expected to maintain dock estates for the sake of con- 
tributory rail revenue, as they have done*in the past. 

The docks of the three largest railway companies are used 
mainly by cargo vessels. We give below particulars for the 
year 1938 of the capital expenditure on these undertakings 
and the net dock receipts: 


Capital expenditure Net dock 
on docks receipts 

£ 
G.W.R. ini eed acs --. 20,885,000 202,000 
L.M.S.R.. oie ae --. 10,260,000 Deficit 25,000 
LMR. .«.. : ad --. 25,030,000 83,000 
Total... ... 56,175,000 260,000 


It will be seen that the G.W.R. earned a return of less than 
| per cent. on its capital, but that the L.M.S.R. made a loss 
and the L.N.E.R. had a paltry balance on the right side. 
On the total capital of £56,175,000 the return was 
less than one-half per cent. The companies would earn 
an indirect profit on the tonnage of dock traffic carried by 
rail, but the Minister of Transport’s policy is calculated to 
reduce the value of docks as feeders of the railways. If that 
policy is carried very far, it is difficult to see how railway- 
owned docks can be maintained adequately in future unless 
dock dues are increased substantially—a step which is not 
likely to assist either shipowners, traders, or dockworkers. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents ) 


Increased Railway Rates 


Thaxted. 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—May I point out, in reply to Mr. Smart, whose letter 
was published in your July 12 issue, that I did not say that 
the recent increases in railway rates were “not warranted,” 
and that nothing in my letter has any bearing on the national- 
isation question. What was in my mind was that the con- 
templated increases, while they may have been rendered 
inevitable by the reduced purchasing power of the £, or from 
other causes, were unlikely to effect a permanent recovery in 
railway net revenue. I will try to put the matter in so 
simple a fashion that Mr. Smart's imagination will not run 
riot a second time. 

Falling revenues are a symptom that can be treated in more 
than one fashion. They show that something is wrong, but 
they fail to indicate what it is. Before we can prescribe the 
proper remedy, therefore, it is necessary to ascertain the 
cause of the trouble. If a railway company, faced with 
diminishing revenues, were to discover that its trains were 
overcrowded, that its lines were congested with traffic, and that 
all its goods trucks were in constant demand, it would con- 
clude immediately, and rightly, that its rates were too low. 
In such highly improbable circumstances, I can imagine one 
railway official remarking to another: “ All this is very grati- 
fying, but where do we come in?” But if the company should 
find that its. passenger services were not well patronised and 
that a high percentage of its available goods trucks were 
stored in sidings, it is at least improbable that the remedy 
would be found in higher rates. 

In the long run, the fate of a railway company is decided 
by the volume of its traffic, and its rates contribute most 
powerfully to its revenue when they fail to restrict the move- 
ment of passengers and goods. Only in a very narrow sense 
has a railway a financial life of its own. It is, in effect, a 
sleeping partner in every industry bordering its lines, and it 
participates in the banking account of every man and woman 
within reach of its stations. Since, to a considerable extent. 
the Government now controls the output of the factories and 
the spending power of the population, it is from that angle 
that the problem presented by diminishing receipts should 
have been approached. 


July 14 


Yours truly, 
ASHLEY BROWN 


The Webb Livery for Locomotives 
21, Briarfield Road. 


Tyseley, Warwickshire. July 12 
To THE Epiror OF THE RAILWAY GAZETTE . 
Sir,—Having observed one of the L.M.S.R. class “7 


Pacifics and an engine of the “5XP” class in service both 
appearing to be painted in a new style of blue, the Pacific 
engine having a deep maroon band on one side only, it would 
appear that the L.M.S.R. is making experiments with regard 
to locomotive liveries for the future. During the past few 
years, no standard style seems to have been adopted, and 
certainly no definite style of lettering has ever been used for 
L.M.S.R. locomotives. At the beginning. the standard style 
adopted was, of course, that of the former Midland Railway. 
but it appears that the crimson lake was not entirely suitable 
for the locomotives of some of the other companies, particu- 
larly the L.N.W.R. (which turned from red to black in a 
very short time). Regarding the lettering, it seems that when 
the numbers were transferred from the tender and tank sides 
to the cab panels. the same style of 12-in. numerals was used 
(these, being designed for the former. appeared entirely unsuit- 
able for the latter). 

About 1935, however, an attempt seems to have been made 
to standardise the lettering for locomotives. and smaller 
numerals were used somewhat similar to those now in use 
on the L.N.E.R. These were certainly an improvement, and 
indeed much neater and more pleasing to the eye than the 
hideous hand-painted numerals which at present adorn the cab 
panels of L.M.S.R. locomotives in all kinds of positions. This 
practice, however, seems to have been discontinued after 
having been in use for some two or three years, and the style 
now seems to be extinct. It would be interesting to know for 
what reason it was discontinued. I cannot think of a more 
durable, handsome, and, indeed, more commonsense livery for 
the steam locomotive than that adopted by Francis Webb for 
the London & North Western Railway in 1873, and which 
remained in use for some 50 years. The glossy black paint 


picked out with a broad white line edged with a shade of 


attention required, 
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blue, and a thin red line below, was very pleasing, and with 
the addition of the neat brass number plate with the red 
background, the whole enhanced by the polished brass name- 


plate, it is difficult to imagine a more elegant, durable, econo- 
mical, and commonsense livery for a steam locomotive than 
this. 


Handsomely painted engines in bright colours never look 
their best unless they are continually being cleaned and 
polished, and at the present time it appears that very little 
time or labour is available for this work. It is interesting to 
recall that Mr. Webb first suggested the above black livery 
for L.N.W.R. locomotives whilst he was Chief Draughtsman 
at Crewe under Mr. Ramsbottom. The great John, however, 
declined to adopt it during his régime, finding more favour 
in the dark green livery picked out with a single black line 
However, when Mr. Webb took over the premier position in 
the locomotive department, he put: the black livery into use, 
with the well-known excellent results. 

An example of the durability, and, therefore, economy, of 
this livery is given by the following example. In 1925 the 
writer observed two locomotives emerge from the Crewe paint 
shop; these had been specially prepared and painted to take 
part in the L.N.E.R. Centenary Celebrations of that year. The 
locomotives were the 4-cylinder express Sir Gilbert Claughton, 
No. 5900, painted in the standard L.M.S.R. crimson lake; and 
No. 1881, one of Mr. Webb’s eight-coupled compound coal 
engines, painted and lined in the L.N.W.R. Webb black livery. 
After the engines had been on display at the centenary, they 
were both put into regular service. Some three months later 
Sir Gilbert Claughton was observed at Euston in a remark- 
ably deplor: able condition. The boiler had changed from red 
to black in a very short space of time, and the only indica- 
tion one could see that the engine had ever been painted red 
was a faint trace of this colour on the cab panels and driving 
wheel splashers. Some two or three months after this, the 
coal engine, No. 1881. was observed at Rugby. It was obvious 
that her paintwork was in excellent condition, and although 
she had apparently not been cleaned for some days, it could 
be seen that a wipe over would have made her as smart and 
pleasing as the day she left the Crewe paint shop, and it 
was known that the engine had been engaged continuously on 
coal and mineral traffic for some six months. 

For economy in first cost combined with a minimum of 
neatness, and durability, Mr. Webb’s livery 
perhaps stood second to none, and in my opinion if this were 
revived for present-day locomotives. the L.M.S.R. would have 
no further worries with regard to a suitable livery for its 
motive power. 

Yours faithfully. 
A. RICHARDS 

[Since our correspondent wrote, it has been announced that 
the L.M.S.R. has adopted a black livery for all its loco- 
motives, after a year of experiments with different colour 
schemes. The new standard livery was described in our July 19 
issue.—Ep. R.G.] 


The Prosperous South 


Chelmsford. 
To THE EpitoRk OF THE RAILWAY GAZETTE 

Sir,—In the review by your contemporary, Engineering, of 
Mr. Chas. E. Lee’s recent book entitled “ Passenger Class 
Distinctions,” it is mentioned that the Southern Railway was 
the only system in this country which experienced a_pro- 
gressive increase in first class fare-paying passengers prior to 
the abolition of that class in the London Transport area in 
1941, the other systems having recorded decreases in such 
traffic over a long period of years. On the Southern Railway 
the money value of first class traffic was nearly 10 per cent 
of the total passenger receipts. But the important aspect of 
the statement made in Engineering is that it gives emphasis 
to the change which occurred in the economic structure of 
this country during the inter-war years 1919-1939, During 
that era prosperity veered strongly to the southern portion of 
England through the decay and amortisation of the heavy 
industries in the North of England and in South Wales. A 
potent contributory cause of this switch to the South was the 
superior transport and other amenities provided on the 
Southern Railway in the southern counties by the progressive 
and far-seeing electrification policy, coupled with a general 
development programme (including the Southampton Docks) 
initiated and put through successfully by Sir Herbert Walker 
during his occupation of the managerial chair from 1923 to 
1938. 

The provision of these modern transport facilities stimulated 
both industrial and residential development in the southern 
area, and it has paid handsome dividends in all respects to 
the public in Southern England, the Southern Railway share- 
holders, and the Southern Railway staff. It is, therefore. oppor- 
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tune to point out that there is now a strong movement on 
foot which might in its result seriously dislocate the prosperity 
of the South. 

In order to preserve the former depressed areas of the 
North and in South Wales, now that their temporary 
wartime rehabilitation is passing, from a repetition of the 
severe unemployment which they experienced in the 1930s, 
the official policy of the Government is to decant existing 
industry and steer new industries from the Greater London 
area to the North and to South Wales. It would be a national 
disaster if, through the application of this policy, the South 
of England by being denied further industrial development 
in order to support a scheme of regeneration for the depressed 
areas, itself suffered a similar fate. Was it not such a policy, 
forcibly applied to the coal industry whereby the modernised 
and progressive collieries had to support the antiquated col- 
lieries, that brought down both types of colliery and with 
them the whole industry to its present disastrous condition? 

Yours faithfully, 
JAMES FRASER 


Avoiding Transhipment on Break of Gauge 


Holywell Cottage, 
Ickford, Bucks. 
THE RaAlLway GAZETIE 
interested in the enclosed photograph 
—Ep. R. G.] showing the German method 


July | 
To THE EDITOR OF 
Sirn,—You may be 
[reproduced herewith. 





Italian standard-gauge wagon on a German narrow- 
gauge railway 


of avoiding transhipment on a change of gauge. It was taken 


on the Syke—Hoya narrow-gauge line in Hanover last year, 
and is interesting as the standard-gauge wagon shown is 
Italian 
Yours faithfully, 
A. R. NIX 
Major, R.A.S.C 
. ” 
** Occasional ”’ Wheel-Drop 
P.O. Box 546, Haifa, 
Palestine. May 19 
To THE Epiror oF THE RAILWAY GAZETTE 
Sir,—It seems that few locomotive repair shops boast a 
drop-pit. They may take the view that a repair which could 


be quickened by resort to this contrivance has no business in 
a lifting shop. In 1931, the then C.M.E. of the Palestine 
Railways accepted the proposition for design and inclusion 
in the new shops then under construction at Haifa of an 
“occasional” wheel-drop to be used in conjunction with 
an overhead travelling crane. In reality it never relaxed into 
the * occasional” class. 

The central and only screw-jack is set for height according 
to wheel diameter: it is used only to lower the wheels through 
the final inch or so of tyre flange denth, after pivoting the 
assembly through 90 deg. horizontally, on to the track on 
the floor of the pit. 

This is situated at right-angles to the direction of the main 
road and it extends laterally to permit of the wheels being 
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rolled clear from under the engine in order to be lifted out 
by the crane. 

If the latter operation is not necessary, the jack is not 
used at all as the assembly remains on the running rails. The 
troughs in the pit floor house the drop frame to permit the 
rails to be flush with the pit floor when lowered. This, and 
the absence of any other jacks or trolley, affords unhampered 
working space in the pit. 

The heavier steel sections were salvaged and the details 
designed to suit them. The “rigger’s friends,” i.e., obsolete 
screw-couplings, were included as a handy means of adjust- 
ment if for any reason the loaded drop frame did not trim 
properly. A lever and flexible cable system displaces laterally 
and simultaneously the four short box beams which, until then, 
span the pairs of columns and guides combined, and carry 
the two main girders when the road is secured for normal 


passage of engines or stock. The rail-bearers and the 
transverse iifting beams beneath the former are _ riveted 
together. 


Double rails are provided to suit standard and narrow gauges. 
The one double-track road over the pit leads on to the locomo- 
tive traverser at one end and on to the carriage and wagon 
traverser at the other. With a crane-actuated system of this 
kind no extra roads are necessary, as the crane itself transfers 


the assembly to the wheel shop. A craneless design, such 
as that in the running shed at Atbara, illustrated in your 
February 4, 1944, issue, needs three roads. 


The lifting tackle, permanently rigged, has four single wire 
slings which, when slung, diverge from a point. each to a 
corner of a rectangular framed spreader, thence dropping plumb 
to the shackles on the two under-beams. 

There is nothing slow or awkward as sometimes is the case 
with home-made devices. The crane sets the pace and so 
operation is as fast—or faster—than any power undér-actuated 


type. “Spotting” marks for the long ‘and cross travel of the 
crane, and for locomotive wheel locating, and the traverser 
for “inching,” all serve to take care of the minutes. No 
one has to be in the pit while the load is suspended, there 
being no man-handling such as displacing laterally the rail- 
bearers as in some types. 
Yours faithfully, 
A. L. JONES 
U.S.A. Transcontinental Expresses 
Hampstead. July 18 


To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Since you published a letter on U.S.A. transcontinental 
expresses on July 12, news has come of another development 
in U.S.A. through train services. On July 7 the Pennsylvania 
despatched the “ East-West Sunshine Special’ from New York 
to carry passengers through St. Louis, without change of trains, 
to the principal places in Texas. The train consisted of 
sleeping cars, reclining-seat coaches, a lounge car and a 
restaurant car. Its schedule was :— 


New York depart 9.30 p.m. Sunday 
St. Louis arrive 4.40 p.m. Monday 
- depart 5.30 p.m. 
Dallas ... arrive 9.50 a.m. Tuesday 
Houston = 2.00 p.m. és 
San Antonio .. ‘ ; aves 5.35 p.m = 
The train travelled over the Missouri Pacific and Texas 


& Pacific lines. One sleeping car went forward by Laredo 
to the National Railways of Mexico and was due at Mexico 
City on Thursday, July 11, at 8.50 a.m. 

Mr. Martin Clement, President, Pennsylvania Railroad, is 
proud: of this plan for a solid through train and calls the 
event “a most important milestone in American railroad his- 
tory.” By way of counterblast, the Chairman of the Chesapeake 
& Ohio, claims that the elimination of the change of trains 
at St. Louis has been brought about by force of an advertising 
campaign, directed by his company, which mobilised public 
opinion in favour of through running across the American 
continent. 

Naturally 
more 


competitive routes have grown active, and 
through coaches are being despatched to Texas by 
the St. Louis & San Francisco and the Missouri, Kansas, 
Texas _ lines. The New York Central and Baltimore 
& Ohio have taken a hand at the forwarding end, 
while the “ American” of the Pennsylvania will carry through 
coaches between New York and Tulsa, Okla, and Oklahoma 
City, going west from St. Louis in the ’Frisco’s “ Meteor.” 

Whether the volume of traffic offering will be sufficient to 
justify the operation of all these facilities seems to be an open 
question. At any rate it is gratifying to see a burst of energy 
in developing passenger business by rail and one must hope 
that enterprise will meet with a fit reward. 
Yours faithfully, 

R. BELL 
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The Scrap Heap 


Next WEEK’S RAILWAY CENTENARY 

Haymarket to North Bridge, Edinburgh 
(1 mile), Edinburgh & Glasgow Railway, 
opened August 1, 1846. 

* * * 
TRACK SQUATTING IN SCOTLAND 

A middle-aged woman who at Paisley 
(Renfrewshire) recently was sentenced to 
two months’ impriscnment for breach cf 
the peace, was stated to have sat on the 
railway line as a train approached and 
refused to leave the track when the driver 
stopped the train and tried to coax her to 
go.—From “ The Times.” 

7 * + 

“STATE RAILWAYS NEED COMPETITION ~ 

Mr. C .M. Hoffe, recently general mana- 
ger of the State-owned South African rail- 
ways, said today: “A measure of com- 
petition would produce considerable bene- 
fits for the country and for the railways. 
Subservience to political control resulted 
in lessening flexibility in management and 
the stifling of enterprise and initiative.” 
From the “ Daily Express.” 

* * * 


100 YEARS AGO 


From THe RatLway Times, July 25, 1846 


ONDON and NORTH-WESTERN 
RAILWAY COMPANY.—NOTICE IS HEREBY 
GIVEN, That the First General Meeting of this Company 
will be held at the Euston Station, London, on Friday, the 
7th day of August next, at Twelve o'clock noon precisely, for 
the purpose of declaring a dividend, of appointing Auditors, 
of fixing the remuneration to be paid to Auditors, Directors, 
and Committee-men ; of considering as to, and (if thought 
proper) authorising the raising of money by the creation of 
shares or upon loan, or by both of those means; and of con- 
sidering as to and (if thought proper) determine upon the 
conversion or consolidation of shares into stock, and for the 
general oe of the undertaking.—Dated this 22nd day 
of July, 1846. 
G. C. GLYN, Chrirman. 
CHARLES LAWRENCE, Deputy-Chairman. 


* a * 

EMERGENCY SIGNAL BOXES IN GERMANY 

In order to restore signalling installations 
with minimum loss of time after an air 
attack, the German Reichsbahn during the 
war fitted up complete signal box instal- 
lations in specially adapted covered 
wagons. wagons were taken to the 


The 








places where signal boxes had been de- 
stroyed or put out of action, and the body 
was hoisted on to a pile of sleepers, as 
shown in the illustration reproduced. The 
lever frame in the wagon was then con- 
nected to the signal wires and point rod- 
ding. These “signal box wagons” are 
stated to have provided a_ satisfactory 
emergency service. 
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KippiES’ ExPRESS 

Commendable prompti- 
tude was shown by the 
G.W.R. in planning and 
announcing the reintroduc- 
tion of the first day ex- 
cursion for children. It 
was announced the morn- 
ing after the Minister of 
Transport had made his 
statement on the return of 
cheap fare facilities on 
August 1. The “ Kiddies’ 
Express” from Padding- 
ton to Weston-super-Mare 
was last run in 1939, Not 
only will there be enter- 
tainers and other attrac- 
tions on the train to amuse 
the children during the 
journey, but at the resort 
itself special attractions 
will be provided. The fare 
for children under 14 will 


be 12s. return for the 276 | COURTESY | 
miles round trip. A de- COURTESY 
scription of the pre-war 


trip, on Whitsun Monday. 
1939, was given in our 
June 2, 1939, issue. 
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DARK OUTLOOK 

Many people, I suspect. 
would, like myself, ex- 
perience a twinge of regret 
on reading that thousands 
of the L.M.S.R.  loco- 
motives are to be painted 
doubt it is possible to be “black, but 
comely.” No doubt. also, a locomotive 
may be funereal on the outside and highly 
efficient within. But that is not the whole 
of the matter. Why. with all the colours 
of the spectrum available, should these 
noble monsters be condemned perpetually 
to wear “the trappings and the suits of 
woe"? ... For my part I should be satis- 
fied if all L.M.S.R. locomotives were to 
wear the handsome maroon of tradition. 


black. No 


From “ The Yorkshire Post.” 
* * ~ 
HORRORS OF THE TUB 
A Paris newspaper, which published 


Yvon Petra’s own account of his victory 
at Wimbledon, gave as a _ contributory 
cause the kindness of an English friend. 
He invited the new champion to his home 
near the “ Hall England Club.” Thus he 
preserved him from the horrors of the 
“tub” which the writer, in a reassuring 
afterthought, says is the English for under- 
ground railway.—‘‘ Peterborough” in the 
* Daily Telegraph.” 
7 + * 
Why ? 

Why have restaurant cars not been re- 
stored on all long-distance trains’? 

Trains today are loaded up to the limit 
of the capacity of the engines. To include 
restaurant cars on trains means that 
vehicles would have to be taken off to 
make room for them, and seating capacity 
reduced. The shortage of restaurant car 
staff is also a problem. So far, we have 
restored 56 restaurant car services, and 
more will be put into service as circum- 


stances permit. From “The L.M.S. 
Answers Your Questions.” 
* * * 
CHEAP FARE TICKETS 


One reason for the inability of the rail- 
way companies tc introduce a more gener- 
ous programme of cheap fare facilities on 
August | was the difficulty in obtaining the 
necessary supplies of tickets. How real 
this difficulty was can be appreciated by 





JUDGMENT 


COOPERATIVENESS 


[From ‘* Company Manners 
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What maka a Stypewisor! 


Are you ambitious to win a supervisor’s post? Then you will be 
interested in the results of a recent study by the Carnegie Institute 
of Technology. That survey shows that 85% of a foreman’s ability 
is ability to handle people ... in other words, the very quality this 
whole booklet discusses, 


EXPERIENCE 
RESPONSIBILITY 


A leader must always know thoroughly 
the job he is to direct. But knowledge 
alone is not enough. 


To ability he must add responsibility. 
Both his workers and his company must 
be able to count on him. 


He must be free from favoritism ... yet 
able to recognize outstanding men who 
should be encouraged. 


He must respect his workers and be 
thoughtful of them ... realizing that good 
men can be led but never driven. 


He must be able to work with other de- 
partments. And within his own group, he 
must be willing to share his information 
and responsibility. It is a mistaken notion 
that keeping everything in his own hands 
makes a man indispensable. It is much 
more likely to make him a bottleneck, as 
well as a damper on the desire of those 
under him to learn and be helpful. 


" tssued by the New York Central System 
the experience of the G.W.R. Even the 
somewhat limited range of cheap day and 
day excursion tickets has necessitated the 
printing and distribution by that company 
of 4,150,000 tickets to 519 stations. 


* * * 


It is not known if the conductor of the 
excellent band performing recently in West 
Princes Street Gardens sought the aid yes- 
terday afternoon of the railway to provide 
background noises. 

So far at least as one listener is aware, a 
delightful cornet solo had nothing to do 
with railway sounds, but if he is wrong, 
then the engines with their triple-noted 
whistles and their steam vents, to say noth- 
ing of the fog signals, certainly excelled 
themselves.—From ‘“ The Scotsman.” 

7. * + 


ORDERS AND OFFICIALISM 

Reference has been made in these notes 
from time to time to the output of statu- 
tory Orders over which Parliament has 
very limited control, and to the power to 
make them vested in Government officials. 
Here are some official figures which show 
that Order-making has not diminished with 
the end of the war, and that a surprising 
number of Civil Servants can make these 
instruments, which have all the force of an 
Act of Parliament. 

In the period January | to July 31, 1945, 
the last seven months of the war, 926 
Orders were made: in the period August |, 
1945, to June 30, 1946, the first eleven 
months of peace, the number of Orders 
made was 1,744. 

According to information collected by 
the alert group of Conservatives who are 
known as the Active Back Benchers, the 
number of officials in various Ministries 
who may make Orders are as _ follows: 
Board of Trade, 89; Health, 41; Fuel and 
Power, 38: Scottish Office, 37; Transport, 
30; Agriculture, 24; Supply, 13; Labour, 
10: Treasury, 8; War Office, 4; Education. 
4; Food, 3; Works, 3; Air, 3; Civil Avia- 
tion, 2; Admiralty, 2; Pensions, 2; Home 
Office, 1; total for 18 departments, 314.— 
From “ The Sunday Times.” 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Goods Train Breakaway on B.-N.R. 

An accident occurred on the Bengal- 
Nagpur Railway on June I1, when the 
rear portion of 227 down double-headed 
goods train parted between Manaharpur 
and Posoita Stations, rolled into Mana- 
harpur and collided with 101 down goods 
train. Three persons, including two mili- 
tary escorts, were seriously injured. The 
engine of 101 down was damaged. 


Raids on Goods Trains 
Aboriginal gangsters have adopted an 
original method for robbing goods trains 
on certain sections of the Bengal-Nagpur 
Railway. The culprits secretly join the 
trains at wayside halts and stop them at 


speeds, and this had permitted clearance 
of imports from Port Swettenham by rail. 

Much railway accommodation had been 
destroyed by bombing, and restoration 
must be spread over several years, but a 
substantial programme had been adopted 
for completion in the present year. 


New Locomotives Ordered 

In September, 1945, it was found that 
one-third of the pre-war locomotive stock 
had been removed to Siam, one-third was 
awaiting heavy repair, and the remaining 
third, although in use, was in bad condi- 
tion. The railway had received 28 lease- 
lend American locomotives from the army, 
and had placed orders in Great Britain for 
40 main-line locomotives and 20 diesel- 
electric shunters. Of the 25 locomotives 
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been temporarily repaired, was in use. 
Additional temporary buildings were being 
constructed, and by the end of this year 
the workshops capacity for undertaking re- 
pairs would have been greatly increased. 

The locomotive running shed facilities 
at Kuala Lumpur were almost completely 
destroyed by bombing, but temporary re- 
storation was nearly finished. There was, 
in addition, very extensive destruction 
of the carriage shed facilities at Kuala 
Lumpur. 

Train Services 

The number of trains now running was 
approximately half the pre-war number. 
It would not be possible to undertake any 
considerable extension of the present train 
service until new locomotives were re- 
ceived, and the full pre-war train service 
could not be provided until the workshops 
had overtaken the arrears of maintenance, 
which would take approximately two years. 

{Further notes on the post-war condition 


Allied Bomb Damage on the Malayan Railway 





A wrecked vehicle in the railway carriage shop at 
Sentul Works 


pre-arranged points by 
vacuum pipe. 


disconnecting the 
The trains are then looted 


and the spoil is carried away into the 
jungie. 
MALAYA 
Plans for Railway Rehabilitation 
A report presented recently to the 
Malayan Union Advisory Council by 


Brigadier J. O. Sanders, General Manager, 
Malayan Railway, reviewed the present 
situation of the railway, and estimated that 
it would take several years to restore the 
whole system to its pre-war condition. 

[he report stated that considerable re- 
conditioning of permanent way had been 
undertaken already; a maximum speed 
restriction of 35 m.p.h. was in force at 
present, but as soon as an adequate sup- 
ply of sleepers was available by imports 
or local production, it would be possible 
to restore maximum speeds to 40 m.p.h., 
and eventually to 45 m.p.h. Arrangements 
were being made with the army to recover 
from Siam as much as possible of the 
Malayan track and bridge material re- 
moved by the Japanese for the construc- 
tion of the Burma-Siam railway. The most 
urgent work was the restoration of the 
railway bridge over the Kiang River, which 
was begun in November last year. In the 
meantime the old bridge, which had been 
Strengthened by the Japanese, was available 
for use by light locomotives at dead-slow 


imported from Java by the Japanese, 9 
were unserviceable, and all would even- 
tually have to be returned to their owners. 

About half the railway’s stock of 6,500 
goods wagons had been removed to Siam. 
For the present, all Malayan covered 
wagons in Siam must remain there to move 
the rice crop, but it was hoped eventually 
to recover half the number removed. Some 
700 wagons had been moved into Malaya 
from Java by the Japanese, but these had 
a different buffer height from the Malayan 
standard and caused difficulties in 
operation. 

The railway had received 300 lease-lend 
wagons, and a further 610 were scheduled 
for import in the next three months. Sub- 
stantial orders for replacements had been 
placed in the United Kingdom, but de- 
livery could not be expected before the 
end of 1947. 


Passenger Vehicles 

About half the pre-war stock of 367 
coaches was in use, but most of them were 
in bad condition due to neglect and looting. 
Approximately 100 further coaches would 
become available when they could be re- 
paired. 

The main railway workshop at Sentul 
was very badly damaged by bombing, 63 
per cent. of the covered area of 14 acres 
being completely destroyed. Only 18 per 
sent. was undamaged, and this, and the 
balance of the covered area which had 





Scene outside the carriage running shop at Kuala 
Lumpur after a raid 


of the railways in Malaya appeared in our 
June 28 issue—EpD. R.G.] 


WESTERN AUSTRALIA 


Ten-Year Development Programme 

Faced with an urgent demand for all 
kinds of new rolling stock and a heavy 
accumulation of deferred maintenance 
work throughout the various branches of 
the system, the Railway Department is 
now engaged in the most comprehensive 
construction and works programme in its 
history. While it is true that many of the 
department’s problems today are directly 
attributable to the war, their origin must 
be sought before 1939, certainly as far 
back as the depression years. There is 
no doubt, however, that if the finance had 
been provided to enable the department 
to pursue a consistent policy of modernisa- 
tion in the years before the war, the return 
of peace would have found it in a much 
stronger position than proved to be the 
case. 

The £3,776,000 which the Government 
has put at the disposal of the department 
for a ten-year programme is exclusive of 
amounts normally made available each 
year for maintenance work. Under the 
long-term plans, rolling stock will absorb 
£2,625,000; deferred maintenance of tracks 
and buildings, £600,000 (to be spent over 
five years); new buildings and machinery 





94 
for the .Midland Junction workshops, 
£197,000; six new diesel-electric trains, 


£234,000: and diesel road buses, £120,000. 
[See also our April 12 issue—Ed., R.G.] 


Mixed Trains to Go 

The department’s aim in country pas- 
senger transport is to eliminate the slow 
mixed trains and to make a clear-cut dis- 
tinction between its passenger and goods 
services. While most of its new rolling 
stock will contribute in some way to this 
end, the major factor will be a co-ordin- 
ated rail and road transport scheme. Orders 
were placed some time ago in England 
for the power units for the new diesel 
trains (the 18 coaches for the trains will 
be built at Midland Junction), and the 
trains will be used for fast main-line 
services, taking the place of the present 
diesel cars, which will be used for the 
branch-line work for which they were 
originally intended. The road buses will 
provide rapid and comfortable transport 
from outlying areas to branch lines. Under 
the present timetable it takes, for instance, 
20 hr. 45 min. to travel by steam train 
from Perth to Newdegate, but under the 
proposed combined diesel train-road bus 
service the journey will be reduced to 
8 hr. 53 min. Between Bunbury and Mar- 
garet River it is intended to transform a 
journey of 7 hr. to one of 2 hr. 


UNITED STATES 


Four Months’ Operating Results 

Class 1 railways are estimated to have 
a deficit, after interest and rentals, of $6 
million for the four months January to 
April this year, compared with a net in- 
come of $196,860,976 in the corresponding 
period of 1945. Gross revenue for the 
four months was $2,432,814,881, a decrease 
of 20°4 per cent. Operating expenses de- 
creased by 1°4 per cent. The deficit in 
April was $21,300,000, but results in that 
month were affected by the railway strike 
and wage increases. In April, 1945, the net 


Petes Railroad Dividend 

The Pennsylvania Railroad Company 
has declared a dividend of 50 cents. The 
previous payment was $1 in April this 
year. The directors point out that the 
latest disbursement has not been earned 
currently, but is being paid from earnings 
of previous years. In view of an estimated 
deficit of over $31 million incurred in 
operations during the first six months of 
this year, it has been necessary to draw 


Publications Received 

Railways and Their Future. Lord 
Monkswell. London: Ernest Benn Limited, 
Bouverie House, 154, Fleet Street, E.C.4. 
74 in. x Sin. 96 pp. Price 3s. 6d. net. 
Lord Monkswell has largely re-written and 
thoroughly revised this hook, which is 
based on his volume “ Railways” first 
published in Benn’s Sixpenny Library and 
now out of print. In his final chapter the 
author deals with some current railway 
problems and this section of the book is 
the subject of an editorial note on page 85. 


Hundert Jahre Schweizerbahnen, histor- 
isch und technisch dargestellt (Historical 
and Technical Aspects of a Century of 


Railways in Switzerland). By Ernst 
Mathys, Librarian, Swiss Federal Rail- 


ways. Published by the author. 268 pages. 


; in. x 5} in. with 53 illustrations, map, 
2nd edition. No 
-The centenary is approach- 


and numerous tables. 
price stated.- 
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on previous earnings to pay increased 
wages and also to offset increased prices 
for materials and supplies. The company 
states that it considers stockholders should 
receive consideration through a distribu- 
tion from this same source. 


FRANCE 


Opening of Lines and Stations 

On May 1 the extension of the Metro 
line No. 7, from the Porte d’Ivry to the 
Mairie d'Ivry, was opened; M. Mare 
Langevin, Director-General of the Paris 
Metropolitan Railway, presided at the 
inaugural ceremony. He congratulated the 
engineers and workmen on the rapid com- 
pletion of the work since the liberation 
of Paris, after a suspension of five years 
during the war. He said that work wouid 
be undertaken shortly to make access to 
and exit from certain Metro stations 
easier during the rush hours. 

Re-opening of 26 Metro stations is an- 
nounced, but 38 will still remain closed. 
Many stations were closed during the oc- 
cupation and have anal closed since, 
due to lack of electric power. The Paris 
Metro lines, excluding the Sceaux sub- 
urban extensions, now total 102 route- 
miles. Conversion of the Vincennes rail- 
way from the Bastille to La Varenne, 
about ten miles, to a Metro electric sur- 
face line, with rolling stock similar to 
that of the Sceaux lines, is to be under- 
taken in the near future. The Metro, 
which also controls the bus system, is pre- 
paring to increase the number of motor- 
buses running in the Paris area to 1,500 in 
August, comparing with 350 last Septem- 
ber. Many of these buses have been sal- 
vaged from war wreckage. 


FRENCH NORTH AFRICA 


Transport Development Plans 

Railway work by the S.N.C.F. will form 
part of extensive power and _ transport 
equipment plans for French North Africa, 
covering a period of ten years. In Algeria, 
the plans provide for the production of 
400 million kWh of electric energy by 
hydraulic power in a normal year, supple- 
mented by steam plant in the ports of Algiers, 
Bone and Oran. Hydro-electric output 
in Tunisia will be brought up to approxi- 
mately 150 million kWh. The work involves 
the construction of fourteen dams, two of 
which were begun in 1945, and will be 
completed in five to seven years. 

Railway plans include the doubling of cer- 


ing of the opening of the first railway to 
run throughout its length on Swiss terri- 
tory—the Zurich-Baden line, which began 
working in August, 1847. Added interest 
is thus given to this work of reference 
written by the Librarian of the Swiss 
Federal Railways. It deals with all forms 
of railed transport, tramways and_ funi- 
cular lines, cableways, and trolleybus ser- 
vices. Every aspect of the question, tech- 
nical and administrative, is touched on, 
and although the descriptive chapters are 
frequently of modest length, they enable 
the reader to form an excellent general 
conception of the course of Swiss railway 
development. They are printed in parallel 
columns, German and French. The main 
part of the work, however, consists of 

series of extraordinarily complete statisti- 
cal tables, covering details such as the 
opening of the various sections, electrifi- 
cation, doubling of lines, widenings and 
station improvements, accidents, tunnels, 
bridges, and other matters. Organisa- 
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tain lines. In Morocco, the Fez-Taza 
and_ Louis-Gentyl-Safi_ sections will be 
electrified. The ten-year plan for Algeria 
includes the renewal of 680 miles of line, 
and electrification from Algiers to Oran, 
in addition to certain mining branches. 
Some narrow gauge lines will be converted 
to standard gauge. In Tunisia the permanent 
way will be strengthened to permit increased 
speeds and axle-loads, and a number of diesel- 
electric locomotives and railcars will be 
acquired 


HOLLAND 


Steam Locomotives 

Some 400 Netherlands Railways steam 
locomotives were located in Germany, of 
which only a limited number is repairable. 
The system now has 326 locomotives run- 
ning, or 37 per cent. of the number in 
1944, 

Passenger Stock Shortage 

Damage to workshops and shortage of 
materials is delaying the rehabilitation of 
passenger stock. The total number of 
seats available is still only about 45,560, 
or 28 per cent. of the original total. The 
Germans removed or destroyed all the 137 
streamline electric coaches owned by the 
railways in 1944, as well as the 57 diesel- 
electric and 25 diesel units. A few have 
come back in damaged condition, and so 
far it has been possible to restore to ser- 
vice only 31 streamline electric coaches, 
14 diesel-electric, and 10 diesels. There 
are now 138 non-streamline — electric 
coaches back in service, 


ITALY 


Train Service Improvements 

At the end of June the journey by fast 
trains between Rome and Milan via 
Florence and Bologna was reduced to 
12 hr. for the 3924 miles. Through traffic 
on the main line from Bologna to Verona 
(703 miles) was resumed on May 18, after 
reconstruction of the bridge over the Rive 
Po near Ostiglia. 

The 3,136-ft. bridge carrying the railway 
from Cremona to Fidenza, on the Milan- 
Bologna main line, over the Po, which 
was heavily damaged by Allied air attacks 
during the retreat of the Germans from 
Northern Italy in the summer of 1944, 
was re-opened to traffic on June 20. The 
bridge is situated to the south of Cremona, 
between that town and Castelvetro, and 
serves also for the Cremona-Piacenza 
traffic, 


tion of the railways is set out in dia- 
grams and tables. A map, with date of 
opening against each section, completes 
a valuable contribution to railway literature. 


Groundlight on South Africa.—This is 
the first of a series of books for business 
men preduced by the British Overseas Air- 
ways Corporation, in conjunction with the 
British Bulletin of Commerce, for the 
benefit of British exporters. Basic infor- 
mation about the country, its people and 
their way of life, the things South Africa 
trades in, and the kind of things she wants 
to buy, is given in concise detail. Fully 
illustrated with photographs, maps and 
diagrams, the book is furnished with 
ample statistical tables of trade and indus- 
trial development. *Groundlight on 
South Africa” can be obtained free of 
charge by senior executives on application 
on the firm’s notepaper to the Publicity 
Controller, British Overseas Airways Cor- 
poration, 20, Berkeley Square, London. 








Co 


live 


of 
this 
to 
tive 
cor 
oO 
Sir 
tiOT 
the 
eve 
con 
ace 
ext 


eng 
hig 
of 

pet 
reb 
500 
the 
atte 


thre 
son 
of 
the 
axle 
the 
side 
cou 
teng 
axle 
3-C! 
der 
inc 


sho 


‘ie 


" 


fe-—9' 44 


“wi 





of 


0), 


SL 
ia 
to 
lic 
na 
er 


ay 
in- 


ch 


ym 


Za 


jia- 

of 
tes 
ire. 


is 
ess 
vir 
the 
the 
‘or- 
ind 
ica 
nts 
illy 
and 
vith 
lus- 
on 
of 
ion 
ity 
‘or- 





XUM 


July 26, 1946 


THE RAILWAY GAZETTE 


The New L.N.E.R. Class “ A2” Pacific Locomotive 


Constructional details and leading dimensions of the new Doncaster design 
for express passenger traffic 


W E published an account in our issue 
of May 31 of the 2,000th locomo- 
tive built at the Doncaster Works of the 
L.N.E.R., and gave a brief description 
of it, in which mention was made that 
this was the first engine of class “ A2” 
to be built as such, all the other locomo- 
tives comprising this type having been 
conversions from the former 2-8-2 ‘ Cock 
o’ the North” class, initiated by the late 
Sir Nigel Gresley in 1934. The produc- 
tion of the new locomotive, which bears 
the running number 500, was a notable 
event at Doncaster, and indicates that the 
converted engines have given so good an 
account of themselves in service that an 
extension of the type is now justified. 
Like the class “ A3” Pacifics, the new 
engine has three 19-in. cylinders, and the 
high boiler pressure (250 lb. per sq_ in.) 
of the streamline “ A4” class is per- 
petuated. In conformity with the earlier 
rebuilt engines, the driving wheels of No. 
500 are 6 ft. 2 in. in diameter; as a result, 
the high tractive effort of 40,430 Ib. is 
attained at 85 per cent. boiler pressure. 
The Gresley conjugate valve gear for 
three-cylinder locomotives has been jetti- 
soned in favour of three independent sets 
of Walschaerts gear, and the drive from 
the cylinders is now divided between two 
axles. The inside cylinder drives on to 
the leading coupled axle and the two out- 
side cylinders are connected to the middle 
coupled axle. This arrangement is  in- 
tended to reduce the stress in the crank 
axle, as compared with the earlier L.N.E.R. 
3-cylinder types, in which all three cylin- 
ders drove on to one axle. The new design 
incorporates 10-in piston valves, which 
should give a good steam distribution and 
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L.N.E.R. 






locomotive No. 500, the first class ** A 2 





ensure a free-running engine. The crank 
axle and the middle big-end are balanced 
completely within the extensions to the 
crank webs. The proportion of the re 
ciprocating weights to be balanced is 3 
per cent., distributed between the three 
pairs of coupled wheels. Welding has 
been extensively used in the new engine; 
the quadrant link brackets, many of the 
main-frame stays, and the whole of the 
bogie-frame stays and horns are of welded 
construction. 

The boiler is of about the same size as 
that of the former 2-8-2s. The grate area 
is unchanged at 50 sq. ft.; the copper 
firebox has a total length of 11 ft. 44 in., 
and is provided with a combustion cham- 
ber 3 ft. 5 in. long. In accordance with 
L.N.E.R. practice the side stays are of 
copper hammered over at both ends; the 
steel roof stays are fitted with nuts 
inside the firebox. A drop grate is pro- 
vided to facilitate the quick discharge of 
ashes and clinker into the hopper type 
ashpan, and the latter can be emptied 
completely by a lever operated from 
ground level. 

The smokebox arrangements include a 
double blast-pipe and chimney, designed 
to give a high vacuum in the smokebox 
coupled with low back pressure. It is 
fitted with a very large-area mesh to keep 
the smokebox free from ashes on the 
iongest journeys. The bogie is of the 
side-support type and has a translation of 
4 in. each side of the centre line. 

The total weight of the locomotive in 
working order (without the tender) is 1014 
tons, of which 66 tons is available for 
adhesion—the maximum permitted over 
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the L.N.E.R. main line with a six-coupled 
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to be built 
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wheel arrangement at 6 ft. 6 in. axle 
spacing. The tender, which is of the 
standard non-corridor eight-wheel type, 


weighs 60 tons 7 cwt. in working order. 
Both engine and tender are painted green 
and lined out in the company’s pre-war 


style. As mentioned in our issue of June 
14, No. 50G has been named Edward 
Thompson, after the retiring Chief 


Mechanical Engineer, during whose tenure 
of office the locomotive was constructed. 

Leading dimensions of No. 500 are as 
follow:— 


Cylinders (3), dia. 19 in. 
Piston stroke 26 in. 
Piston valves, dia. ... 10in. 
Coupled wheels, dia. 6 fe. Zin. 


Boiler heating surface 
Tubes and flues 2,216-07 sq. ft. 
Firebox yx ee 

Total ... 2,461 - 37 sq. ft. 

Superheating surface 679-67, 


Combined heating surface 3,141 -04 sq. fe. 


Gratearea ... ae 50 sq. fe. 
Boiler pressure wa a .-. 250 Ib. per sq. in. 
Tractive effort at 85 per cent. boiler 

pressure 3 aaa bud --- 40,430 Ib. 
Adhesive weight 66 tons 
Adhesive ratio 3-67 


Weight ofenginein working order. 101 tons 10 cwr. 
Weight of tender in working order Ow Ff «a 
Weight of engine and tender in 


working order 161 tons 17 cwt 


Coal capacity of tender 9 tons 
Water capacity of tender 5,000 gal. 
Centre of boiler above rails 9 ft. 44 in. 
Bogie wheels, dia. ‘ 3 ft. 2 in. 
Trailing wheels, dia. 3 ft. Bin. 
Wheelbase, coupled 13 ft. 
Wheelbase, engine 36 fe. HI in. 


URUGUAY NORTHERN RAILWAY ARREARS. 

[he Uruguay Northern Railway Com- 
pany which is controlled by the Central 
Uruguay Railway Co. of Monte Video 
Limited, paid on July 1 one year’s arrears 
of interest in respect of the period ended 
January 31, 1938, on the 5 per cent. prior 
lien stock. Interest for the half-year to 
January 31, 1937, was cleared by the pre- 
vious payment in 1942. 


at Doncaster Works 


MAXIMUM WIDTH OF ENGINE = 9! 0" 
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London Transport Station Lighting 


Both new methods and well-tried practice will be used 


T HE original plan for station lighting, 

in connection with the New Works 
programme that has now been resumed by 
London Transport in conjunction with the 
L.N.E.R. and the G.W.R., has undergone 
some change owing to the introduction of 
the fluorescent lamp and its development 
during the war years. This high- efficiency 
lamp for operating at mains voltage in 









































illustration on page 97. It takes the form 
of two glass tubes, assembled side by side 
in the centre of the roof, giving a natural 
daylight effect without throwing shadows. 

The platforms, passages, escalators, stair- 
ways, and ticket halls of sub-surface 
stations require continuous artificial light- 
ing, and it is in this condition the fluores- 
cent lamp can best justify the additional 
cost involved in its installation compared 
with tungsten filament lamps. There are 
five such stations to be dealt with in the 
present programme, and it is planned to 
use the fluorescent type of lamp wherever 
desirable and practicable. The illuminat- 
ing tubes will generally be unenclosed, 
thus achieving maximum efficiency and 
brightness and a reduction in maintenance 
charges. 
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supported by a concrete lamp standard of 
new design, as illustrated below. This 
standard is available in the single- or 
double-arm varieties for narrow and wide 
platforms respectively, and made integrally 
with it are the panels for carrying the 
station name board and for exhibiting small 
posters. These are so positioned in rela- 
tion to the lamp as to receive satisfactory 
illumination from this source. The stan- 
dards are of attractive appearance, due 
without a doubt to their having been pro- 
duced in collaboration with the board's 
architects. So far as possible, a spacing of 
50 ft. between standards is adopted. The 
single-arm type provides excellent illumina- 
tion along the edge of any ordinary width 
platform, even though erected in or near 
the line of the fence out of the way of 
moving passengers. 

The platform, being one continuous unit 
whether covered or open, will be lighted 
by the same type of illuminant, namely, 
tungsten lamps: glass reflectors will be 
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Types of concrete lamp standard for exposed platforms developed with the co-operation of the architects 


tubular form and in various lengths up to 
5 ft., is eminently suitable for lighting the 
interior of buildings. A pleasing full-scale 
experimental application for tube platform 
lighting may be seen at Piccadilly Circus; 
this began on October 2, 1945. The light- 
ing gives three times as much illumina- 
tion as before the recent war, but with a 
more economic use of current. The fitting, 
manufactured by the British Thomson- 
Houston Company to London Transport 
requirements, has been installed on the 
Piccadilly Line platform, as shown in the 


G.W.R. ORDERS FOR ROAD MOTOR 
VEHICLES.—Orders to the value of £450,000 
have been placed’ with British motor 
manufacturers by the G.W.R. This is the 
first stage in a 3-year plan to equip the 
company’s fleet with vehicles capable of 
carrying loads of all types and sizes. The 
order covers 600 vehicles and 100 trailers. 
The vehicles from 


range 10-cwt. run- 
about vans for express parcels delivery 
to 20-ton heavy diesel-engined vehicles 


considerable number of 
stations now being used 
by L.N.E.R. steam trains and lighted by 
gas, and alsg a few stations to be con- 
structed, all of which will have electric 
lighting installed. 


There are a 
existing surface 


Lighting for Open Platforms 
For open platforms, a definite preference 
is shown for the reflector type of fitting 
with an exposed tungsten lamp of 100 to 
200 watts housed in a vitreous-enamelled 
reflector with a bronze cover: the whole is 


to carry heavy billets, ingots and steel- 
work, principally in the Midlands and in 
connection with South Wales industrial de- 
velopment. Some of the vehicles are the 
outcome of wartime innovations, such as 
trailers with detachable rear axle and 
wheels enabling loads up to 25 tons to be 
loaded by winch. Other trailers will be 


of the telescopic type capable of being 
expanded from 15 to 30 ft. 
veyance of girders. 


for the con- 
Vans to deliver bis- 


employed normally, and the use of totally- 
enclosing glassware will be avoided. The 
spacing between lamps on covered plat- 
forms will be generally 25 ft., but modi- 
fied to suit the canopy structure. 

For exteriors, booking halls, and stair- 
ways, one of the well-tried London Trans- 
port methods of lighting will be employed 
to suit the architecture of an individual 
station building. Whether this be direct 
lighting or floodlighting, a mixture of 
tungsten and fluorescent lamps will be 
avoided. 


cuits have been designed with special racks 
to avoid vibration and movement during 
the journey, an idea which will be ex- 
tended to other commodities as the 3-year 
plan, expected to cost £1,500,000, expands. 


SURPLUS MACHINE TOOLS.—The Ministry 
of Supplv announces that the offices of the 
Bristol Regional Machine Tool Disposat 
Centre are now at Elmdale Hotel, Elmdale 
Road, Bristol, 2. 
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A New Range of Worm Reducing Gears 


Suitable for use with fractional horsepower motors, these new gears can be 
applied to a wide variety of working positions 





BK 
C. Stonebridge Park Works, London, 
N.W.10, a subsidiary company of David 
Brown & Sons (Huddersfield) Limited, has 
recently introduced two additional worm 


FITZPATRICK & CO. LTD., of 


reducing gears—1{ in. and 
13 in. respectively—in the 
Radicon series which was 
first manufactured in 1931. 
The units are made with 
loose feet, and the descrip- 
tive pamphlet issued by 
the manufacturer shows 
how wide a _ variety of 
fixings is obtainable with 
this feature. The gears 
can be coupled directly to 
electric motors or driven 
by gearing, belt, or chain. 
When required for the 
assembly of geared motors, 
adaptors cast integral with 
the worm shaft end covers 
provide for attachment of 
the gear units to. the 
motors. 

These units have a great 
range of applications, such 
as curtain operation, shop 
window displays, stirrers 
and mixers, small pumps, 
clock and bell mechanisms, 

; small conveyors, laundry 
equipment, photographic processing, and 
small machine tools. 

Tests carried out by the maker give the 
power ratings and efficiencies over speed 
ranges from 500 to 3,000 r.p.m. at gear 
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ratios from 10.5/1 to 60/1. The figures 
are based on safe continuous 12-hour loads 
on the input shaft when lubricated with 
the recommended oil and running at a 
temperature rise of 100° F. The units 
will carry a momentary overload of 100 
per cent. on starting. 

The worms are of special quality case- 
hardening steel, the threads being accu- 
rately ground after hardening. The wheels 
are solid bronze castings pressed and keyed 
to the low-speed shafts. When desired, 
bearings of oil-retaining porous bronze 
may be fitted, in which case the permissible 
power capacity is slightly reduced. Oil- 
bath lubrication is provided; the oil level 
is indicated by a screw plug in either 
the high-speed or low-speed shaft end 
cover. Efficient oil seals are provided for 
both shaft extensions to prevent leakage 
and keep out dirt. 

The case is of cast iron, and is oiltight, 
with large wheel shaft bearing covers to 
permit easy removal of the worm wheel. 
Adjustnient of the wheel relative to the 
worm is effected by shims, but no adjust- 
ment is necessary unless the “handing ” 
of the wheel shaft has to be reversed. 
The case provides ample surface for cool- 
ing by natural convection. The feet are 
also of cast iron, machined squarely and 
jig-drilled. For side mounting to a wall, 
or when a vertical wheel shaft is needed, 
the unit may be fastened through the four 
bolt holes provided, using any necessary 
packing. The units are very light, the 
weight of the 14 in. size being only 54 Ib. 
(without feet); the corresponding weight of 
the 1% in. size is 13 lb. 








Fluorescent Platform Lighting at Piccadilly Circus Station, L.P.T.B. 


A full-scale experiment in fluorescent lighting at the London Transport Piccadilly Circus Station. 


q 


i 
i 





The fittings were manufactured by the British Thomson-Houston Co. Ltd. to L.P.T.B. requirements 


(See article on opposite page) 
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The Reconstruction of the Ijssel Bridge at Zwolle, Holland 
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Main and lift spans in pre-war service. See editorial note on page 86 
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After demolition. Reconstruction of partly-destroyed main span on temporary pier at end of 1945 
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The rebuilt bridge, showing (left to right) reconstructed approach spans, lift span and towers, bowstring main 
span, and continuous plate-girder span with concrete temporary pier in replacement of second bowstring span 
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RAILWAY 


PERSONAL 


fhe Honorary Degree of Doctor of 
Science, Queen’s University, Belfast, has 
been conferred on Sir Frederick Rebbeck, 
Chairman of Harland & Wolff Limited. 





Mr. S. Kennedy has been elected Chair- 
man of the Council of the Public Trans- 
port Association Incorporated, and Messrs. 
J. H. Watts and Raymond Birch Vice- 
Chairmen for the ensuing year. 





Mr. F. E. Campion, 
Divisional —_ Engineer, 
Southern Railway, who, as recorded in 
our July 5 issue, has been appointed 
Maintenance Engineer, as from August 1, 
is the son of the late Mr. F. A. Campion, 
who was Chief Engineer, Great Northern 


A.M.Inst.C.E., 
London West, 
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Africa, London, who, as recorded in our 
July 12 issue, has relinquished his duties 
and is returning to resume duty in South 
Africa, as Acting Mechanical Engineer 
at East London workshops, was born at 
Lydenburg, Transvaal, where he completed 
his secondary education. On matriculating 
he joined the South African Railways as an 
apprentice fitter in the Pretoria workshops 
in 1924. He pursued technical studies at 
the Pretoria Technical College, and in 
1929 was selected for appointment as a 
pupil mechanical engineer for training in 
the various branches of workshop prac- 
tice and organisation. In 1931 he was 
transferred to gain overseas experience by 
serving on the staff of the Advisory Engi- 
neer, Office of the High Commissioner in 
London, where he came into intimate con- 
tact with design and inspection of rolling 
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NEWS SECTION 


Mr. Hugh Dudley Ward Smith, O.B.E., 
E.D., A.M.I.Mech.E., who, as recorded in 
our July 12 issue, has been appointed 
Advisory Engineer to the South African 
Railways & Harbours, and to the Office 
of the High Commissioner for South 
Africa, London, was born in the Orange 
Free State on December 21, 1896. After 
being educated at public schools at Bloem- 
fontein and East London, he was appren- 
ticed to the South African Railways at 
the locomotive workshops at East Lon- 
don in 1913. He enlisted in August, 1915, 
with the Ist South African Brigade, and 
served in Egypt and France until June, 
1918, when he transferred to the R.A.F., 
in which he was commissioned in Febru- 
ary, 1919. He returned to South Africa 
and completed his apprenticeship in 1923. 
He also studied at East London and Pre- 





Mr. F. E. Campion 


Appointed Maintenance Engineer, 
Southern Railway 


Railway (Ireland). Mr. F. E. Campion 
was educated at Seafield, Bexhill, and 
Uppingham. He began his career in 1912 
as a pupil under his father and later 
under Mr. C. J. Brown, then Chief Engi- 
a G.N.R., England. During 1914-15 
he held a commission in the Royal Engi- 
neers (Special Reserve). Mr. Campion 
Was appointed as an Assistant on the 
G.N.R. (Ireland) in 1916, and four years 
later joined the L.B.S.C.R. as Resident 
Engineer on the Oxted tunnel repairs. In 
1921 he was transferred to East Croydon 
as Assistant District Engineer. After the 
amalgamation he became Assistant Divi- 
sional Engineer, London East, Southern 
Railway, in 1923, and was transferred to 
Head Office four years later. From 1930 
to 1933 Mr. Campion was Assistant for 
Special Works, and from 1933 to 1935 was 
Assistant to the Chief Engineer. In 1935 
he was appointed Divisional Engineer, 
London East, and, in 1940, Divisional 
Engineer, London West. 





Mr. W. H. Maass, M.I.Mech.E., 
M.I.Loco.E., Assistant Advisory Engineer 
(Acting Advisory Engineer from January, 
1941, to November, 1945) to the South 
African Railways & Harbours, and to the 
Office of the High Commissioner for South 


W. H. Maass 


Mr. 


Acting Advisory Engineer, South Africa House, 
London, 1941-45, who is returning to South Africa 


stock, permanent way materials and float- 
ing craft. In 1934 he returned to South 
Africa and assisted in establishing the 
South African Railways inspection organi- 
sation at the then newly-established Iscor 
Steelworks. In the next year he was ap- 
pointed to the Salt River workshops 2s 
Assistant Engineer (Mechanical) with the 
progressing ‘of locomotive repairs and 
maintenance as principal responsibility. In 
April, 1937, he renewed his association 
with the Advisory Engineer’s Office, Lon- 
don, in the capacity of Acting Assistant 
Advisory Engineer, in which position he 
was confirmed in September of that year. 
From the beginning of 1941 to Novem- 
ber, 1945, he was Acting Advisory Engi- 
neer to the Office of the High Commis- 
sioner for South Africa in London, and 
during the war years served as the High 
Commissioner’s technical representative on 
the Commonwealth Supply Council (Rail- 
way Equipment) set up by the Ministry of 
Production for the purpose of screening 
priorities and to advise on the allocation 
of available capacity for the production 
of locomotives and other rolling stock, 
for which an unprecedented demand had 
been built up. He now returns to resume 
duty in South Africa, as Acting Mechanical 
Engineer at East London workshops. 


Mr. H. D. Ward Smith 


Appointed Advisory Engineer, 
South Africa House, London 


toria Technical Colleges. In April, 1923, 
Mr. Ward Smith joined the C.M.E. loco- 
motive drawing office, and in 1928 was 
appointed Draughtsman-in-Charge at Pre- 
toria workshops. From then until 1934 
he acted for lengthy periods as Assistant 
Mechanical Engineer at Pretoria work- 
shops, and at Germiston. In 1934 he was 
appointed Assistant Engineer, Western 
Transvaal System, and thereafter served in 
various acting capacities as Locomotive 
Superintendent and Production Engineer 
until appointed Assistant Mechanical Engi- 
neer at Uitenhage workshops in 1938. 
After acting as Mechanical Engineer for 
a year, he was appcinted, in 1939, Loco- 
motive Superintendent, Eastern Transvaal 
System. Since 1927 Mr. Ward Smith had 
been actively connected with the South 
African Engineer Corps, of which he is 
one of the founders; and in May, 1940, 
he proceeded on service in command of 
16 Field Company, S.A.E.C., the first field 
company to proceed on active service. 
After serving in East Africa, Italian Soma- 
liland and Abyssinia, he went to Egypt 
in August, 1941, as C.R.E., Ist South 
African Division, with which he served in 
North Africa until July, 1942, when he 
was recalled to South Africa to become 
C.R.E., Coastal Area, Cape Town. For 
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Mr. R. P. Davis 


Appointed District Goods 
Newport, G.W.R. 


Manager, 


his war services he was made an O.B.E., 
in addition to which he holds the Efficiency 
Decoration for volunteer service in the 
Union Defence Force. In October, 1943, 
Mr. Ward Smith was recalled to railway 
duties and resumed as Locomotive Super- 
intendent, Eastern Transvaal System. 
From September, 1945, until January, 
1946, he acted as Chief Superintendent 
(Motive Power), and thereafter took up 
his appointment in London. 


Mr. R. P. Davis, 
Goods Manager, London, Great Western 
Railway, who. as recorded in our July 5 
issue, has been appointed District Goods 
Manager, Newport, joined the company in 
1911 in the Divisional Superintendent's 
Office, Plymouth, and afterwards was 
transferred to the Cioods Department 
there. From 1915 to 1919 he saw service 
with the colours, and after demobilisation 
resumed duty at Plymouth Goods. In 1922 


Assistant District 
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Mr. CH. FT. 


Appointed Assistant Engineer 
(General), G.W.R 


Morgan 


Mr. Davis was moved to the Chief Goods 
Manager’s Office (Rates Department), and 
in 192 3 was selected for a four vears’ 
course of training in connection with the 
company’s training of salaried staff scheme, 
on the conclusion of which he was 
appointed to the Staff Department, Chief 
Goods Manager’s Office. He subsequently 
was associated with the work arising from 
the powers to operate road services con- 
ferred on the railways by the Act of 1928, 
also in connection with schemes for the 
reorganisation of tranship working which 
the company carried into effect during 
1930-32. In 1934 Mr. Davis was appointed 
Outdoor Representative (Operating) to the 
Chief Goods Manager. In 1939 Mr. Davis 
was appointed Assistant District Goods 
Manager, Swansea, and in February, 1944, 


Goods Superintendent, Smithfield. In 
October, 1945, he took up the duties of 
Assistant District Goods Manager, Pad- 
dington. 


July 26, 194€ 





J. H. Westwood 
Appointed District Operating Manager, 
Nottingham, M.S.R. 


Mr. C. H. T. Morgan, General Assistant 
to Chief Engineer, Paddington, Great 
Western Railway, who, as recorded in our 
July 5 issue, has been appointed Assistant 
Engineer (General), Paddington, began his 
career in the Chief Engineer’s Office of the 
Alexandra (Newport & South Wales) 
Docks & Railway, and remained at New- 
port Docks after the amalgamation of 
railways and until 1926. He then was 
transferred as Assistant to the Resident 
Docks Engineer at Cardiff, and on the 
formation of the Eastern Docks Division 
(which comprises Newport, Cardiff, Barry, 
and Penarth Docks) he became Resident 
Assistant in charge of Cardiff Docks. In 
1932 Mr. Morgan was appointed Chief 
Assistant to the Divisional Docks Engi- 
neer at the Eastern ports of the G.W.R., 
and in 1937 became Assistant to Chief 
Engineer at Paddington. He was 
appointed General .Assistant to Chief 
Engineer, Paddington, in January, 1940. 





Elliott) [& Fry 


Mr. Harold Savage 


Appointed Assistant Engineer 
(New Works), W.R. 


Mr. M. G. R. Smith 


Appointed Assistant Engineer 
(Maintenance), G.W.R 


Evliott| [& Fry 
The late Mr. Roger Gibb 


Chairman, Rhodesian Railway 
Commission, 1930-39 


gam restsdh 7 


Miah 











J 


M 
troll 
sion 
L.M 
issui 
ing 
Mic 
tenc 
Fre 
tran 
Rell 
mer 
Lei 
and 
han 
trict 
Wes 
trict 
Ass 
bor 
Cor 
was 
Stay 
the 
bec: 
in | 
Div 


N 
M.1 
Ens 
We 
Jul 
Ens 
stuc 
obt 
(ho 
the 
“C 
En; 
Col 
den 
He 





46 


ee ae ne EE 


SE NER PEAS REL 





stant 
reat 
our 
stant 
| his 
the 
ales) 
.eW- 
of 
was 
dent 
the 
sion 
rry, 
lent 
hief 
ngi- 
hief 
was 
hief 








KUM 


July 26, 1946 


Mr. J. H. Westwood, Divisional Con- 
troller (Freight Services), Office of Divi- 
sional Superintendent of Operation, Derby, 
L.M.S.R., who, as recorded in our June 14 
issue, has been appointed District Operat- 
ing Manager, Nottingham, joined the 
Midland Railway in the District Superin- 
tendent’s Office, Derby, attached to the 
Freight Section, in 1902. In 1908 he 
transferred to the control organisation as 
Relief Controller, and during the develop- 
ment of the control system south of 
Leicester filled positions at Bedford, Luton 
and Wellingborough. He went to Notting- 
ham in 1909 on the opening of the Dis- 
trict Control Office there. In 1913 Mr. 
Westwood was appointed Assistant Dis- 
trict Controller, Nottingham, and, in 1915, 
Assistant District Controller, Welling- 
borough. He became Assistant District 
Controller, Saltley, in 1917. In 1928 he 
was appointed District Controller, 
Staveley, and he went to Chaddesden in 
the same capacity in 1932. Mr. Westwood 
became District Controller, Kentish Town, 
in 1936, and returned to Derby in !943 as 
Divisional Controller (Freight Services). 


Mr. Hareld Savage, M.B.E., B.Sc.(Eng.), 
M.Inst.C.E., New Works Assistant, Chief 
Engineer’s Office, Paddington, Great 
Western Railway, who, as recorded in our 
July 5 issue, has been appointed Assistant 
Engineer (New Works), Paddington, 
studied at University College, London, 
obtaining a B.Sc. degree in engineering 
(honours). He remained a further year at 
the college doing research work on the 
“Cyclical Variation of Temperature in 
Engine Cylinders * under Professor E. G. 
Coker, and at the same time acted as 
demonstrator in the mechanical laboratory. 
He then went to the S.E.C.R. as an 
articled pupil to Sir Percy Tempest, then 
General Manager & Chief Engineer; he 
commenced his pupilage in the New Works 
Engineer's Office, and completed it in the 
Electrical Engineer’s Office, where the 
electrification of the S.E.C.R. suburban 
section of the Southern Railway was then 
in hand. He joined the New Works Engi- 
neer’s Office, G.W.R., in 1925, and was 
engaged on the design of engineering 
works in connection with various large 
contracts, including the reconstruction of 
Cardiff General Station, and works extend- 
Ing approximately three miles, involving 
quadrupling and other works, described in 
a paper read before the Cardiff & Swansea 
Association of the Institution of Civil 





Engineers in the 1933-34 session. Mr. 
Savage was Resident Engineer on the 
Cardiff works from 1931-34, when he 


returned to the Chief Engineer's Office, 
Paddington, and was engaged in the pre- 
paration of schemes and contracts for 
bridge widenings and reconstruction aris- 
ing out of the Road & Rail Traffic Act 
and was Principal Assistant to the New 
Works Assistant, dealing with the prepara- 
tion of schemes, contract drawings, and 
other matters, for the works involved in 
the guaranteed loan schemes, In 1940 Mr. 
Savage was appointed New Works Assis- 
lant to the Chief Engineer, and was 
responsible under him for the preparation 
and execution of many works carried out 
on Ministry of War Transport account 
and on behalf of other Government 
departments. 


Mr. M. G. R. Smith, M.B.E., BSc 
A.M. Inst.C.E., Assistant to Chief Engineer. 
Paddington, Great Western Railway, who 
as recorded in our July 5 issue, has been 
appeinted Assistant Engineer (Mainten- 
ance), Paddington, was educated at Clifton 
College and Bristol University and served 


_mainly engaged in handling 
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a pupilage with the G.W.R. under two 
Chief Engineers, Mr. W. W. Grierson and 
Mr. J. C. Lloyd. In 1925 Mr. Smith was 
appointed a Junior Assistant and was 
employed on the construction of lines in 
the Swansea District and on the recon- 
struction of Swansea High Street Station. 
In 1928 he was appointed Assistant in the 
New Works Drawing Office at Paddington, 
where he took an active part in the pre- 
paration of contracts and contract draw- 
ings for extensive Government schemes, 
namely, Bristol Temple Meads Station 
alterations and the quadrupling of the line 
between Olton and Rowington Junction. 
In November, 1930, he held the position 
of Acting Resident Engineer in connection 
with the latter work; and in May, 1931, he 
returned to London as Assistant to the 
Divisional Engineer, Paddington. In 
December, 1934, he was appointed Assis- 
tant Divisional Engineer, Cardiff, and in 
August, 1939, Assistant Divisional Engi- 
neer, Paddington. He was appointed 
Assistant to Chief Engineer, Paddington, 
in October, 1944. Mr. Smith held for 
some years a commission in the Supple- 
mentary Reserve, Royal Engineers, in the 
152nd Railway Construction Company. 
He was made an M.B.E. in the King’s 
Birthday Honours, 1945. 


We regret to record the death on 
July 10, at the age of 60, after a long ill- 
ness, of Mr. Roger Gibb, who was Chair- 
man of the Rhodesian Railway Commis- 
sion from 1930 to 1939. He was the eldest 
son of the late Sir George Gibb, who was 
General Manager, North Eastern Railway, 
1891-1906, and afterwards Chairman & 
Managing Director, Metropolitan District 
Railway Company, and Managing Direc- 
tor, Underground Electric Railways Com- 
pany of London Limited. Mr. Roger 
Gibb was educated at Monmouth Gram- 
mar School and McGill University, Mon- 
treal. After spending eight months in the 
General Manager’s Office, Great Western 
Railway, during 1908-9, he studied for, 
and in 1913 was called to, the Bar. In 
1919 he went to the Ministry of Labour, 
and in December, 1921, rejoined the 
G.W.R. in the Rates Office; he was appoin- 
ted Assistant to the Assistant Goods 
Manager (Rates) in 1927. In 1930 he went 
to Bulawayo as Chairman of the Rhodesian 
Railway Commission, a_ position from 
which he retired in 1939. In 1932 Mr. 
Gibb was appointed to conduct an investi- 
gation into railway questions in the Bri- 
tish East African Territories. 

A “friend of long standing ” writes: 

On July 10 Roger Gibb died at Beacons- 
field, after years of suffering, to the regret 
of many friends who enjoyed an argument 
with him about the principles governing 
railway rates or the use of high-capacity 
wagons. Being the eldest son of the late 
Sir George S. Gibb, he could hardly help 
being interested in railway problems, and, 
as soon as he left school, he took a course 
in transport economics at McGill Univer- 
sity, Montreal. He also saw something of 
railway working in America, and in the 
General Manager's office of the Great 
Western Railway in 1908 and 1909. Then 
he read law and was called to the Bar by 
the Inner Temple in 1913. Two or three 
years’ service with the Ministry of Labour 
ensued, but in 1921 Roger returned to the 
Great Western Railway service and was 
rates ques- 
tions, becoming Assistant to the Assistant 
Goods Manager (Rates), in 1927. In 1930 
he was appointed Chairman of the Rho- 
desian Railway Commission, which exer- 
cises similar functions to those of our 
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Railway Rates Tribunal. Roger’s work at 
Paddington, combined with his legal train- 
ing, equipped him admirably for his duties 
in Rhodesia. In 1932 he was asked to 
conduct an investigation into railway 
arrangements in the British East African 
Territories. During his stay at Bulawayc 
he kept up a lively, and wordy, correspon- 
dence with those of us who were con- 
cerned with fixing rates at home, but un- 
happily a breakdown in health compelled 
his resignation and he returned to this 
country shortly before the outbreak of war. 
It was a sad ending to what at one time 
seemed likely to be a bright career, but he 
faced his infirmities with undaunted cour- 
age and to the last was keen to score a 
point in debate. 





Mr. James C. Bonar has been appointed 
an Assistant Secretary of the Canadian 
Pacific Railway Company. 





Sir Walter Citrine (General Secretary, 
Trades Union Congress), who received a 
Barony in the King’s Birthday Honours, 
has taken the title of Baron Citrine, of 
Wembley, in the County of Middlesex. 





Mr. Harold White, President of Thos 
Cook & Son of America, who is in Great 
Britain making long-term arrangements 
for visits from United States tourists, has 
been awarded the C.B.E. At a luncheon 
given recently in Mr. White’s honour by 
Mr. Stanley Adams, Chairman of Thos. 
Cook & Son Ltd., the many present in- 
cluded the First Sea Lord (Admiral Sir 
John Cunningham), Mr. G. Strauss, M.P., 
Parliamentary Secretary, Ministry of Trans- 
port, Mr. J. C. Patteson, European General 
Manager, Canadian Pacific Railway; Mr. 
E. Huskisson, Director & General Mana- 
ger, and Mr. James Maxwell, Secretary, 
Thos. Cook & Son Ltd. 





The Minister of Transport has appoin- 
ted Mr. Gleeson E. Robinson, Traffic 
Commissioner for the Metropolitan Area, 
to be Chairman of the Appeal Tribunal 
constituted under section 15 of the Road 
& Rail Traffic Act, 1933, in succession to 
the late Mr. Rowand Harker. The Ministe1 
has appointed Sir Henry Piggott, until re- 
cently Regional Transport Commissioner 
for the Southern Region, to be Traffic 
Commissioner for the time being for the 
Metropolitan Area; and Mr. F. Gordon 
Tucker, lately Regional Transport Com- 
missioner for the South Eastern Region, 
to be Chairman of the Commissioners for 
the South Eastern Traffic Area. 


VICKERS LIMITED GROUP 

The following changes in directorate are 
being made by the Vickers group:— 

Lt.-General Sir Ronald Weeks is appoin- 
ted Deputy-Chairman of Vickers Limited. 
from August 1, and has been appointed 
Chairman of English Steel Corporation 
Limited in place of Sir Alexander Dunbar. 

Sir Frederick Yapp is to relinquish the 
Managing Directorship of Vickers Limited, 
but remains on the board. He retires on 
July 31 from the boards of Vickers-Arm- 
strongs Limited (Chairman) and _ English 
Steel Corporation Limited. 

Commander Sir Robert Micklem_be- 
comes Chairman of Vickers-Armstrongs 
Limited as from August 1, remaining 
Managing Director (Engineering Works & 
Shipyards). Major H. R. Kilner is being 
appointed Deputy-Chairman of Vickers 
Armstrongs Limited, remaining Managing 
Director (Aviation). Sir Alexander Dun- 
bar retires from the boards of English 
Steel Corporation Limited and Vickers- 
Armstrongs Limited. 
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Railway Charges Consultative Committee 
Further hearing of L.P.T.B. fares inquiry 


On Wednesday, July 17, Mr. A. B. B. 

Valentine, Chief Commercial Officer, 
L.P.T.B., was asked by the Chairman (Sir 
Bruce Thomas, K.C.) to repeat his esti- 
mates for the adoption of Schemes 1 
and 2. 
_ Scheme 1 would yield £5,569,000 
in a full year, Mr. Valentine agreed, but 
if it were brought into operation on May 
1, 1947, the yield would be only £3,713,000. 
If season ticket rates were advanced from 
January 1, 1947, that would yield £70,000, 
and if the 14d. minimum was advanced to 
2d. from January 1, that would produce 
another £500,000. The total in 1947 
would be £44 millions. If Scheme 2 (for 
lifting the higher fares) was also brought 
into Operation it would yield £450,000, 
making the total by the adoption of both 
schemes £4,730,000. 

“We are asked to advise the Minister 
as to the best method of adjusting charges 
so that the net revenue account for 1947 
will show a balance of £4,830,000,” said 
the Chairman, “The scheme which you 
recommend won't do.” 

Mr. Valentine: * Not in 1947.” 

The Chairman: “Let us assume for the 
moment that we adopt the estimates of 
Mr. Hawkins and the deficit will be £53 
millions. It is clear to my colleagues and 
me that we shan’t be assisting the Minister 
if we recommend your Schemes 1 and 2. 
We don’t consider that a scheme which 
would fall £1 million short of the required 
sum on that basis is approximating to the 
figure of £4} millions which is the pay- 
ment the Government will have to make 
in respect of the L.P.T.B.” 

Referring to Schemes 1 and 2, the 
Chairman continued: “ Won't it be objec- 
tionable to bring the new system into force 
in bits? ” 

“ Generally speaking, yes. But it is a 
comparatively simple matter to isolate the 
minimum increased fare from the remain- 
der of the scheme. I see no objection 
from the Board’s or public’s point of view 
to introducing a 2d. minimum or a season 
ticket adjustment.” 


LOWEST-FARE PASSENGERS 

Chairman: “Take the suggestion that 
the 2d. minimum fare should be brought 
into operation 4 months before you begin 
to collect from other passengers their con- 
tributions. Doesn’t that strike you as 
being somewhat unfair that you should 
cast a greater burden for the whole year 
1947 on the passengers who pay the lowest 
fare than you are going to cast on passen- 
gers who are going to pay the higher 
fare?’”°—**The Board’s passengers are 
likely to ride at a variety of fares. The 
emphasis is not on an individual group cf 
passengers.” 

Chairman: “ That observation would not 
apply to the regular travellers. Don’t you 
consider the bulk of these short-distance 
travellers are persons who are travelling 
on their business, and these are probably 
the only journeys they make in the course 
of the week?” 

“ Most people, whether Londoners, visi- 
tors, or a floating population, made short 
journeys at some time or another,” Mr. 
Valentine replied. 

Sir Bruce Thomas questioned Mr. Valen- 
tine at length on Schemes 3, 4, and 5, 
which Mr. Valentine had submitted in his 
evidence-in-chief, but which did not meet 
with the Boards’ favour. 

Scheme 3 proposed a halfpenny  sur- 


charge on existing 3d. and 4d. fares. The 
estimated yield in a full year would be 
£5,682,000. Scheme 4 suggested a penny 


surcharge on existing 2d., 3d., and 4d. 


fares for an estimated yield of £5,762,000. 
Scheme 5 recommended a halfpenny sur- 
charge on existing 14d. fares and a penny 
surcharge on existing 2d. fares for an 
estimated yield of £5,107,000. 

The Chairman said that he agreed with 
the Board’s objection to Scheme 3 be- 
cause of the “halfpenny difficulty.” 

Mr. Valentine said that a serious feature 
of Scheme 4 was that it involved a fare 
of 3d. for distances between a mile and a 
mile and a half, which would have an 
unfavourable reception from passengers. 

But he agreed that a combination of 
Scheme 4 and the proposal for raising 
road fares of 5d. and over by Id. would 
produce the necessary revenue. If the 14d. 
fare was left where it was and the 2d. 
fare increased to 3d., Mr. Valentine said, 
there would be a very heavy risk that 
many passengers would travel shorter 
stages to make use of the lower fare. 

Sir Bruce Thomas asked which was the 
best scheme. Mr. Valentine was unable 
to give a definite reply and the Chairman 
said: 

“We feel that the Board are the best 
people to assist us. We have got to say 
what is the best method of adjusting the 
fares and by which the money can be 
raised. What is the best method ? °— 
“ The matter really turns on the question 
of the rigidity with which the terms of 
reference have to be regarded.” 

Sir Bruce Thomas said that he felt the 
Board’s revenue for 1947 would have to 
come nearer the target than “a million 
pounds or so” and it would not be right 
to say there were no schemes which would 
achieve that. 

Mr. Valentine: “ All the other schemes 
are bad means in our view. It was felt 
that the introduction of a thoroughly un- 
satisfactory scheme instead of a long-term 
satisfactory scheme would not be common- 
sense.” 

Chairman: “ There must be one scheme 
that is best. They are not all equally bad 
surely, Mr. Valentine? Scheme 3 lands 
you in operating difficulties, but Scheme 4 
lands you in no operating difficulties.” 

Mr. Valentine: “Except the operating 
of the 14d. fare.” 

Chairman: “You have been operating 
the 14d. fare for six years and today you 
are in a better position than 1940 when 
you were taking on inexperienced conduc- 
tors. Today you are getting more ex- 
perienced conductors who will handle the 
14d. problem more efficiently today than 
back in 1940.” 

The Committee, Sir Bruce Thomas de- 
clared, was in much the same dilemma as 
the Board in deciding on the best method 
of adjusting fares. 

Mr. Moelwyn Hughes, K.C., in his sub- 
mission for the L.C.C., suggested that the 
projected deficit of £53 millions in 1947 
unless fares were increased had been esti- 
mated by the Board at “twice as much 
as it ought to be.” 

“Tt ought really to be about £3 mil- 
lions,” he said. “If there were rival 
transport boards in London we might get 
critical witnesses from the other organisa- 
tion. But the Board is a monopoly. Who 
is there outside the ranks of the Board 
who can talk expertly about the cost of 
its machinery and transport? We are very 
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much in their hands. But on the question 
of takings they provide a figure for 1947 
based on a method which I can only 
describe as fantastic. 

“ They take the first twenty weeks of 
1946 and jump straight into 1947 and 
equate it out. That is solemnly presented 
as a successful effort to forecast what is 
going to happen in 1947. I have othe 
methods for arriving at it. Nowhere do 
I find justification of that pessimism which 
seems to ooze from the Board’s witnesses 
—a pessimism which says that 1947 is 
going to be a worse year than 1946. In 
the course of this inquiry, it is a curious 
thing that there has been a studious avoid- 
ance throughout of any attempt to tell you 
what they think 1946 will produce in 
revenue. I suggest that it is because any 
figure they can put forward for 1946 would 
blow their 1947 prophecy skyhigh. 

“ For the purposes of comparing 1946 
with 1947 I have no statistical basis and 
no figures. I can only rely on two fac- 
tors,” Mr. Hughes continued. 


** A RISING TIDE ’ 


* One is the undoubtedly steady increase 
both during the war and after in the 
Board’s takings. That is incontrovertible. 
The more you examine it the more you 
become convinced that one is on a rising 
tide; 1947 will in fact be better than 1946. 

“In the whole of the evidence so far 
there has only been one unqualified factor 
suggested by the Board to offset this rising 
trend to-day—the factor that has been 
called ‘the floating population.’ 1 think 
the Committee is as competent as anybody 
to assess this ‘floating population.’ It 
is floating like a mist in the valley! You 
can’t assess it; you don’t know where it 
comes from, or where it goes to! The 
‘floating population’ seems to float even 
more and more! It is a nebulous and 
indeterminate item which should be dis- 
regarded! ” 

Mr. Hughes submitted that in 1947 the 
Board’s takings would be £3 millions more 
than the anticipated figure that had been 
produced before the Committee. 

“The attitude the Board has adopted 
is this: ‘We want a new fare structure, 
not for the purpose of 1947, but one that 
will last for all time.’ That is why they 
don’t come before you with a scheme that 
can be brought into operation on January 
1, but with one which will only produce 
£4! millions instead of the £5} millions 
they want in 1947 on the showing of their 
own figures,’ Mr. Hughes continued. 

“The Board seems to have come here 
to say: * Well, we want fares adjusted and 
there’s only one meaning of adjustment in 
railway language. One would have 
thought the Board would have brought 
alternative schemes before the Com- 
mittee.” 

Mr. Hughes told the Committee: ‘* The 
only scheme that has been considered at 
this inquiry, and that produces the £54 
millions within the year with which you 
are concerned, is the one which you your- 
self devised—one of your own creation. 

* T say that the Board’s 1947 deficit will 
be £3 millions and I do not propose to 
suggest any scheme for the production of 
those millions. It is for the Board to do so. 

“The Board has come here and pre- 
sented you with a scheme that I can only 
describe as a ‘take it or leave it’ one. 

“The question of the penny fare is an- 
other example of the Board’s complete 
failure to suggest anything that will bring 
on to the Board’s vehicles traffic that they 
would not otherwise carry. They talk 


very glibly about sending 500,000 out 
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of their buses and tubes on to the roads, 
but they never seem to think about en- 
ticing 800,000 people on to the buses and 
tubes. 

“I am here to urge as strongly as I 
can the re-introduction of the penny fare 
for a single stage. I am urging it for the 
good of the Board and the good of the 
people of London as a social need.” 

If the penny fare was re-introduced, he 
suggested the 168 million passengers a 
year which the Board expected to lose as 
a result of raising the 14d. minimum fare 
would use the penny fare for a single- 
stage journey and produce something like 
£700,000 a year. 

“Surely it would be much easier for 
conductors to collect 168 million pennies 
than 168 million three-halfpennies?” he 
asked. “This difficulty of collection is a 
bogey the Board is putting up because it 
doesn’t want to introduce the penny fare 
because it doesn’t consider the social need 
for it. 

“] suggest that the Committee should 
urge a scheme which would lighten the 
increased burden upon the lower range of 
fares which has been carrying the heat and 
burden of the day. If the Board’s pro- 
posals are accepted it will be even hotter 
and more burdensome.” 

Mr. Hughes urged that the increases 
should be spread over the whole range of 
fares and over the whole year, and that 
the Committee should remember that any 
increases would never come down again. 


District LINE TRAVEL 

When the inquiry continued on Thurs- 
day, Councillor B. E. Roycroft, of Bark- 
ing, said that he worked in — and 
travelled daily on the District Line from 
Becontree to Bow Road. 

“Conditions on the District Railway 
from Becontree going west have been de- 
scribed in every annual report of the 
Medical Officer of Health of Barking since 
1928, and referred to on one occasion as 
‘the sewer that runs on wheels.” We have 
tried very hard to get improvements of this 
service from the Board and they have told 
us that it is absolutely running to peak 
capacity and there is nothing they can do 
about it,” he said. 

* People travelling on this line feel that, 
if there are no improvements that can 
be made, they are already paying fully 
for the services which are rendered. If the 
Tribunal’s job is to show where to get 
more money, the Tribunal should show 
that the best way is not to charge still 
further the people using this line which 
must be paying its way. We feel rather 
strongly that if a loss is being shown it 
cannot be on our line and that more 
economies should be effected on other 
sections.” 

Mr. N. R. Fox-Andrews, K.C., for the 
L.P.T.B., suggested to Councillor Roycroft 
that the L.N.E.R. electrification scheme and 
the Central London Line extension would 
improve conditions. 

Mr. R. J. Crane, of the Dagenham 
Juvenile Advisory Committee, said that a 
large proportion of the juvenile population 
in that area had to seek progressive em- 
ployment outside their immediate district 
because there was little local industry. 
They were handicapped by the cost of 
fares between their homes and Central 
London when they became 16. Often they 
had to sacrifice their careers. 

‘ After taking great pains to place young 
people in progressive employment we find 
that on attaining the age of 16 they return 
to the local juvenile exchanges because 
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they become dissatisfied with the increased 
fares they have to pay,” he said. 
Mr. Leon McLaren, on behalf of the 


South Essex Traffic Advisory Committee, 


agreed that residents in the Barking area 
were affected by the main-line railway 
charges, and he asked for return fares on 
Green Line coaches. 

Increases in season ticket rates set back 
small salary raises—on the average 2s. 6d. 
—for young people working in the City, 
Mr. McLaren submitted. A large number 
of these youngsters, as a consequence, left 
their employment to seek work nearer their 
homes, or else tried to overcome the diffi- 
culty by travelling all the way by bus 
or using workmen’s fares. 

Councillor J. Gaster, of the London Dis- 
trict Committee of the Communist Party, 
suggested that the Committee was not com- 


petent to decide the whole question of 
fares as its terms of reference were too 
narrow. “I feel that the Minister in sum- 


moning this Committee is giving the public 
the opportunity to be present and let off 


steam. It cannot do very much more than 
that. So far as we can see from the 
figures before us, the present proposals 


are unjust in their burden, unnecessary in 
their cause, and inequitable in their inci- 
dence. They are based on incorrect and 
incomplete data: they are in any event 
impracticable, and if there is need to raise 
additional revenue, which is denied, other 
methods could be adopted to meet it. 

He thought that the period between the 
end of control and nationalisation of 
transport would be short, and added: “1 
have a horrible suspicion at the back of 
my mind—because frankly [ don’t trust 
the Board—that there is an ulterior motive 
in its frying to press up, as hard as pos- 
sible, the revenue before that date of 
nationalisation.” 

Mr. G. Smith, for the South-West Essex 
Local Transport Committee, submitted that 
the Board’s net revenue account was dis- 
torted against the travelling public. Any 
recommendations made by the Committee, 
he urged, should be temporary only. “ Any 
increases should be thinly spread over a 
very wide range of fares and not concen- 
trated on the smaller stages,” he said. 
‘The Board’s proposals concentrate the 
burden on the shortest journeys.” 

In a written objection Mr. H. E. Page, 
Transport Secretary of the Ramblers’ Asso- 
ciation, said: “The restoration of cheap 
fares on the main-line railways is of urgent 
importance now that the basic fares have 
been increased. Similarly it is equally 
important that either no increase should 
be made to the fares of London Trans- 
port, or, alternatively, that some compen- 
sation should be made in the way of cheap 
fares for day walks in the country.” 

The North-West Kent Traffic Advisory 
Committee urged the introduction of Id. 
fare for a shorter fare stage. It objected 
to the increase of fares,and especially the 
suggested increase of the minimum 14d. 
fare to 2d. on the ground that such in- 
creases would bear heavily on the working 
classes and would impose an additional 
hardship which the public ought not to 
be asked to bear at the present time. 

The Iron & Steel Trades Confederation 
in a written statement stressed that the 
workers’ homes were getting further away 
from their places of employment. Any 
fare increases would be an extra charge 
on their wages with no income tax relief. 

Mr. H. C. Willig, of the West Ham 
Trades Council, contended that the case 
submitted by the Board for increased fares 
had not been made out. The figures and 
estimates of the Board were highly specu- 
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lative and the inquiry would not be justi- 
fied, on the Board’s evidence, in recom- 
mending any increases at all, he said. 

Under a further examination, Mr. L. C. 
Hawkins (L.P.T.B. Comptroller) said that 
the increased basic petrol allowance would 
draw passengers off the buses and that 
private cars wouid be used more frequently 
for regular and essential travelling and 
pleasure in competition to the Board. 

Mr. Craig Henderson, K.C., for the 
L.P.T.B., claimed that the increased fares 
would be a relief to the National Ex- 
chequer. 

It would be impossible and impracti- 
cable to operate a penny fare for one 
stage, he said, and it was right that the 
short distance passenger should pay at a 
higher rate. In the days of the penny-a- 
mile fare, no one Objected to paying the 
penny for a journey of only half a mile. 

“ Having regard to the present level of 
costs, you can’t expect to pay less than 
2d. today for that Id. pre-war journey,” 
he said. “It is the long-distance travel- 
ler who deserves consideration and not the 
short-distance one.” 

Mr. Henderson said that the Board could 
not recommend or support the adoption of 
Schemes 3, 4, and 5 because they would 


upset the public, be unsatisfactory, and 
cause grievances. 
The Chairman remarked: “We are 


having tO consider as a matter of equity 
the raising of the 1}$d. fare to 2d. in view 
of the fact that those are the passengers 
who have borne the only increase that 
has been made on the old fares on the 
buses during the war. Again, in consider- 
ing what is fair and equitable, there is the 
fact that your Scheme 1 does not pro- 
pose to take anything from the passengers 
who pay fares in excess of 4d. 

Mr. Henderson thought that to relieve 
the Exchequer of its burden there was no 
reason why the L.P.T.B. should be com- 
pelled to adopt fares which did not meet 
with its approval and which it felt would 
not meet with the public’s approval. 
There had been suggestions that there 
should be no increases. “ But we are here 
in an inquiry which must result in an in- 
crease in fares,” he said. 

The inquiry concluded and the Chairman 
stated that it would be some time before 
the Committee’s report was available. 





New Dteset SuHip FoR L.N.E.R. TRAIN 
Ferry.—In preparation for restoring the 
Harwich—Zeebrugge goods train ferry ser- 
vice to its former standard, the L.N.E.R. 
has placed an order with John Brown & 
Co. Ltd. for the construction of a new 


vessel of modern design. The principal 
dimensions are as follows:— 
Length overall! . ... 405 ft. 
Length between perpendiculars 380 ft. 
Breadth over fenders . 61 ft. 5in 
Depth to upper deck 36 ft. 


The vessel will use the same terminals as 
the earlier ships, and therefore the beam 
and shape of stern have been repeated, but 
the length has been increased to provide 
additional “ standage ” for wagons on the 
car deck. A distinctive feature from the 
earlier vessels is the provision of a covered 
car deck, as the upper deck extends for 
almost the whole length of the vessel. Four 
sets of railway tracks are fitted, converg- 
ing into two tracks at the embarking posi- 
tion in the stern. The car deck is specially 
framed to withstand the weight of the 
heaviest type of modern locomotives. The 
vessel will be powered by a twin-screw in- 
stallation of Sulzer diesel machinery, which 
is designed to maintain a service speed of 
134 knots in the fully loaded condition. 
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Ministry of Transport Accident Report 


Met. 


Lt.Colonel G. R. S. Wilson inquired 
into the accident which occurred at about 
9.12 a.m. on December 31, 1945, between 
Northwood Hills and Northwood Stations 
on the Metropolitan & Great Central 
Joint Railway. (This line has retained its 
name, despite the grouping and formation 
of the London’ Passenger Transport 
Board, which operates and maintains it 
between Harrow and Rickmansworth.) In 
a dense fog the 8.36 a.m. passenger train, 
No. 113, Baker Street to Aylesbury, con- 
sisting of 6 compartment-type coaches, 
drawn by electric locomotive No. L.19 
which had passed automatic signal A.9 
at danger under the “ stop and proceed” 
rule, collided at about 15 m.p.h. with the 
8.10 a.m. multiple-unit electric train, No. 
12, Aldgate to Watford, standing at the 
signal in advance, E.26, the home signal 
for Northwood. 

The two rear coaches of the Watford 
train were telescoped for the length of 
about two compartments, in which a fire 


Near Northwood, 


& G.C. Joint Railway, 


1945 


the coaches were more or less intact; also 
the steel side panelling and floor plating 
of the motor coach; nor was the timber 
floor of the trailer coach burnt through. 

The first of the injured arrived at North- 
wood hospital at 9.25 a.m. It was day- 
light and frosty, with no appreciable wind. 
Density of the fog appears to have been 
variable from point to point, with mini- 
mum visibility of perhaps 25 to 30 yd. 
The signalling is 3-aspect colour-light, but 
without train-stops, as much of the traffic 
is of main-line characater. Automatic sig- 
nals, such as A.9, have an “A” sign 
always illuminated; semi-automatic signals, 
such as E.26, have one which is extin- 
guished when the signal box concerned is 
open and its “king lever” normal. There 
is no telephone at any of the signals im- 
mediately concerned, The gradient through 
Northwood Hills and thence to the point 
of collisian is 1 in 145 rising. The 
accompanying diagram shows the essential 
details involved in the collision, with dis- 
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equipment. These facts should be borne 
in mind when concerning “stop and pro- 
ceed” working on this route, though they 
have no immediate bearing on this acci- 
dent. 

In 1926 special fog signalling arrange- 
ments were put in force between Harrow 
and Rickmansworth, under the following 
instructions:— 

‘Men must be appointed for duty at 
all semi-automatic signals between Harrow, 
Rickmansworth and Watford where the 
signal immediately in rear is an automatic 
signal or is operating automatically as 
indicated by a letter ‘A’ sign being illu- 
minated at it. Where a man is employed 
as described, he must take up a_ position 
about a train’s length on the approach side 
of the signal, and on a train coming to 
a stand, he must go back a distance of 
100 yards from the rear of the train, place 
three fog signals on the rail ten yards 
apart, and exhibit a red hand signal to 
the driver of a second train arriving before 
the preceding train has gone forward from 
the signal. The fogsignalman must then 
go back for a distance of 100 yards from 
the rear of the second train and there place 



































was started by arcing, and three passen- tances and other information. The quad- fog signals on the rail and exhibit a red 
NORTHWOOD [POINT OF COLLISION] oe 
HILL 
TRAIN NO 17 TRAIN N° 12 TO WATFORD SUB-STATION 
RETURNING STANDING AT vont 145 
UP ——> 
MANSWORTH TO PINNER 
TO RICKMANSWORT ~~ 7) 
SIGNAL BOX URRENT _/! 
(OPEN) -— | RAIL one - c av "| 
ovat er TRAIN he 113 TO AYLESBURY 
HIBITED L 
'W SIGN. EXTINGUISHED ; _& SION eX . | PASSING SIGNAL A.9 AT RED. 
baiea ------ 191Y9—————— hiding tinonetainitil THICK FOG 


Diagram illustrating circumstances of collision near Northwood, Met. & G. 


gers lost their lives, probably from suffo- 
cation by smoke and fumes. Seven others, 
with the motorman and assistant motor- 
man of the Aylesbury train, suffered from 
shock and minor injuries, and the guard 
of the Watford train was detained in 
hospital from concussion, An up train, 
No. 17, ran at moderate speed into some 
light debris and stopped alongside the 
other two. There were approximately 
500 passengers in the three trains. 

Assistance in dealing with the fire and 
the injured persons was promptly forth- 
coming, but although hoses were at once 
run out, it was not considered advisable 
to use them until current had been cut 
off both lines, 13 min. after the accident. 
In the meantime hand fire extinguishers, 
including some carried on the trains, were 
used by various persons and much meri- 
torious work was performed, but it proved 
impossible to subdue the fire—which in 
about 10 min. had developed into a blaze 
and burnt out two compartments in each 
coach—or to free the trapped passengers. 
The fire was mastered fairly quickly after 
hoses were brought to bear, and extin- 
guished at 10.7 a.m. 

It was not possible to trace which of the 
electrical circuits were responsible for 
the arcing. The train power lines and 
the jumper cables between the coaches 
were, however, broken and earthed, and 
the lighting and heater circuits of both 
coaches at the telescoped ends were des- 
troyed; all these were “alive.” The fire 
was confined to the 4 wrecked compart- 
ments, of which the internal woodwork 
was burnt out, though the roofs of both 





rupling and resignalling of this section was 
deferred owing to the war. 

The collision resulted from the failure 
of the motorman of the electric locomotive 
to proceed with the necessary caution. 


Stop and Proceed Working 

After accidents in» 1933 and 1934, the 
main-line companies took steps to ensure 
that automatic signals at danger should 
be passed only in case of failure or other 
emergency. Telephones from each one 
to a signal box were provided, with rele- 
vant track circuit indications in the box, 
and illuminated “P” signs, switched on 
by the signalman in response to a mes- 
sage when satisfied of the absolute neces- 
sity of so doing, to instruct a driver to 
come forward cautiously. 

The continued use of unqualified “ stop 
and proceed” working on the L.P.T.B. 
electrified lines generally, where conditions 
make it less objectionable, was approved 
in 1937, subject to the equipment of all 
electric passenger trains with electric tail 
lamps, now substantially completed. On 
the surface lines it was also stipulated that 
in foggy weather, steam freight trains 
(which do not carry electric tail lamps), 
if stopped for more than one minute in 
advance of an automatic signal, should be 
protected by a detonator 100 yd. in rear. 
This was applied to the M. & G.C.J.R., 
but during the war a general standing 
warning that any train ahead might have 
an oil lamp only was substituted therefor. 
This temporary measure still applies, pend- 
ing quadrupling and resignalling and/or 
consideration of telephone and “P” sign 
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hand signal to the driver of a following 
train. When the train or trains have gone 
forward past the signal, the fogsignalman 
must take up the fog signals and return 
to his position a train’s length on the ap- 
proach side of the signal.” 

No fogsignalman was, however, on duty 
at Northwood when the collision occurred 
This is referred to below. 

Northwood box is usually open from 
8 a.m. to 12 noon daily, and thereafter 
as required, with but one signalman, who 
has other duties to perform. When the 
signalman arrived at 8 a.m. he got in- 
structions from the Controller to be pre- 


pared to turn back down trains, owing 
to a signal failure at Watford Junction. 


He opened the box and telephoned to 
Northwood Hills to ask for fogsignalmen. 
Visibility was then, he said, from 150 to 
200 yd., but growing less. Train reversals 
necessitated signal E.26 being held at 
danger for long periods, and A.9 was, of 
course, being so maintained by trains in 


rear of E.26, but traffic was running up 
to it with reasonable freedom. 
When the Watford train stopped at 


Northwood Hills, A.9 was showing red 
and the driver said that the woman porter 
told him that an L.N.E.R. and two Metro- 
politan trains had passed it in that condi- 
tion. Going slowly forward he was 
stopped by E.26 and felt the shock of 
the collision just before it changed to 
yellow. Seeing a flash, he isolated the main 
motors, went back, and pulled out the 


links in the rear motorman’s compartment. 
The guard said that he could see signal 
E.26 when the train stopped, but visibility 
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to the rear appeared to be restricted to 
a few yards. He verified that his tail 
lights were in order and listened intently 
for an approaching train. This was his 
iast recollection until he recovered con- 
sciousness in hospital. 

The motorman of the locomotive of the 
Aylesbury train, who had an assistant with 
him, was stopped by signal A.9, although 
not booked to call at Northwood Hills, 
and said that after about two minutes the 
woman porter came to his cab and said: 
“We are stopping all these trains; the 
other one has gone quite a few minutes, 
| think you had better go.” He started 
forward cautiously and said he moved the 
controller to the series notch. The con- 
tactors duly closed to correspond, and a 
speed of 10-15 m.p.h. was attained. He 
switched off and coasted a little, and there- 
after switched on and off two or three 
times. He was quite sure that he never 
allowed the contactors to build up again 
to full series. His evidence on some points 
was rather contradictory, but he main- 
tained that he was on the alert ail the time, 
looking ahead for “ anything, signal or any- 
thing, that might be in the way.” He had 
rarely had occasion to pass an automatic 
signal at danger, and never A.9. 

‘The motorman’s assistant, who held the 
rank of guard, but who, though qualified 
to act aS emergency motorman, was not 
fully trained in driving, generally con- 
firmed this evidence. He also was keep- 
ing a good lookout, and first saw the out- 
line of the Watford train at 5 to 6 yd., as 
the motorman had done. Both vacuum 
and Westinghouse brakes were applied and 
the train skidded forward. (Skid marks 
were found 25 yd. in rear of the point 
of collision.) Finding the fire starting he 
went back and advised his guard to go 
to Northwood Hills and get the current 


cut off. The guard confirmed this and 
said he stopped another train, No. 3, 


which had also passed A.9 signal at danger, 
and passed on the message about ambu- 
lances and the current to its guard. That 
man, however, was certain that the current 
was not mentioned, and when he got to 
Northwood Hills he warned the woman 
porter not to allow another train to leave. 
Detonators were then put down. 

A relief signalman travelling in the 
Aylesbury train, although not taking par- 
ticular notice of the running, formed the 
impression that it started from Northwood 
Hills with no special caution and con- 
cluded that “the motorman had got the 
signal (A.9) all right.” He noticed no 
slackening before the collision. 

Locomotive L.19 has 4 motors and the 


controller 4 notches, “off,” “shunting,” 
“ series,” and “ parallel.” The “ shunting ° 
notch is for slow movements. If the con- 


troller is moved to “series ” the contactors 
will close automatically until all resistance 
is cut out and the motors are running in 
full series, but if before that the handle 
is returned to “shunting” they will be 
held in the position attained at that 
moment. There is no dead-man’s handle. 
The view ahead is excellent. 


Train Speed 

Consideration of the damage done in 
the collision suggested that the speed at 
the moment of it was probably not less 
than 15 m.p.h. A test with a similar loco- 
motive showed that there was no difficulty, 
by practised manipulation of the con- 
troller, in starting up the gradient from 
Northwood Hills and not allowing the 
speed to rise above walking pace, but it 
was not possible to start the train on the 
“shunting” notch. It travelled approxi- 
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mately 110 yd. in the 15 sec. taken by the 
contactors to reach “full series”; speed 
was then about 12 m.p.h. with motors still 
accelerating. 


The Question of Fogmen 

Three fogsignalmen were appointed at 
Northwood box. The man at the down 
home, E.26, and the groundsman at the 
box were from one gang, No. 150, which 
has its headquarters at Northwood Hills, 
the man at the up home from gang No. 
151 stationea at Northwood. The first and 
last mentioned were absent from duty, one 
from sickness. All had been examined in 
their duties in October, 1945. 

Part of Rule 87(a) reads: * When a fog 
or snowstorm occurs during the normal 
working hours of the men appointed to act 
as fogsignalmen they must at once report 
to the signalman and take his instructions. 
The signalman must advise the station- 
master if any fogsignalman fails to report 
for duty.” 

The obligation thus rested on the fog- 
signalmen themselves to report in this case, 
but Colonel Wilson points out that the 
Northwood Area is not particularly liable 
to fog and that records show that no fog 
signalling duties were carried out at North- 
wood Station by gang 150 during 1944 
and 1945; during the last quarter of 1945 
the men were, however, required on several 
occasions in the locality. He heard a con- 
siderable amount of evidence concerning 
telephone conversations following the en- 
deavours made by the Northwood signal- 
man to get fogmen to his signals. (This 
man had told his stationmaster that as 
he was turning trains back “he did not 
like the position.”) These conversations 
involved more than one misunderstanding 
between various persons, a confusion be- 
tween the names Northwood and Neasden, 
and much delay before the ganger in 
charge of gang 150 understood anything 
of the position, while counter-assertions 
were made by the individuals concerned 
as to whom they spoke to and what was 
said, not only on the telephone, but in 
direct conversation. 

The actual result of whatever tock place 
was that not until 9 a.m. did it occur to 
the ganger to telephone to Northwood box, 
when he asked: “What's this about fog- 
men?” and the signalman replied that he 
wanted them. The ganger said he had only 
one man in, who had gone to Northwood 
for his wages. By this time, however, he 
had made up his mind to send two other 
men, first reliefs for Harrow, to North- 
wood, where he had never had occasion 
to send fogsignalmen since being at North- 
wood Hills. He appreciated the provisions 
of Rule 87(a), but thought it reasonable 
to wait for a call from the signalman 
before sending men, as the box was not 
always open. He was, however, aware 
that it was generally open soon after 8 
a.m., to deal with a down goods train. 

The Permanent Way Inspector con- 
sidered that, as a general rule, he would 
expect the ganger to await a call, but 
that at that time in the morning he should 
have appreciated that the box was likely 
to be open and sent men there on his own 
initiative, notwithstanding possible need for 
relief at Harrow later. 

The relative circuit breaker at North- 
wood sub-station opened at 9.12 a.m. in 
a manner suggesting a heavy short-circuit, 
and Croxley Hall sub-station reported to 
it that a similar thing had occurred there, 
but stated that the circuit breaker stayed 
in on replacement. That at Northwood— 
with the main d.c. circuit breakers of the 
rotaries, which had also opened—was then 
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replaced and all stayed in. At 9.23 a.m. 
a fireman arrived with news of the collision 
and requested that the power be taken off. 
Both tracks were then made dead. Short- 
circuiting bars are not carried by L.P.T.B. 
trains, except on tube lines. 

By the time the fire had become a blaze 
and it was decided that the hoses might 
be used, the three trapped passengers had 
probably succumbed; from the medical 
evidence death appeared to have been due 
to carbon monoxide poisoning. All the 
fire damage to the rolling stock was above 


the floors, neither of which was burnt 
through. ' 
There was some arcing under the 


floor of the over-riding coach, but prob- 
ably the fire so started did not spread to 
the bodywork; the main fire damage origi- 
nated from arcing at the front-headstock 
of that coach, or in the lighting or heat- 
ing circuits, which would be inaccessible to 
hand extinguishers from the outside. 
Smouldering and small flames above the 
two floors may have started at once with 


a good deal of smoke, but the major 
outbreak was probably deferred until 
more air was admitted by attempts to 


break in. 

There were 20 I-gall. soda-acid extin- 
guishers on the three trains, and 10 of 
these, with three others of this type and a 
carbon-tetrachloride extinguisher, were 
used as quickly as possible by firemen and 
passengers. Complaints were made that 
some failed to act at all and others func- 
tioned poorly, and the opinion expressed 
that two lives might have been saved had 
there been more extinguishers in working 
order; also that it would be advantageous 
if there was a notice in all compartments 
indicating where emergency equipment was 
kept. 

Maintenance of Extinguishers 

The Chief Mechanical Engineer (Rail- 
ways) is responsible for maintenance of 
extinguishers on trains. The 10 used ones 
were examined two days after the acci- 
dent and later in Colonel Wilson’s pre- 
sence. In every case the acid bottle had 
been broken by the plunger and the con- 
tents released, but only*5 were empty. Of 
the remainder:— 

Two were full and under pressure on 
January 2, with cocks :shut, but worked 
satisfactorily when they were opened. The 
cocks were again shut and one retained 
pressure until January 9. 

Two were full with cocks shut and plun- 
ger depressed. Neither had any pressure, 
but on January 9 some had developed in 
one and it discharged with reasonable 
force; the other still had no pressure and 
the rubber sealing diaphragm was broken. 

One was found partially full with cock 
shut and plunger depressed: there was a 
small hole in the rubber diaphragm. 

The 10 unused extinguishers were also 
tested. Only 5 worked satisfactorily, one 
worked with insufficient pressure, and 4 
not at all. In 3 of the failed ones no 
pressure had developed (the diaphragms 
were intact) and the fourth started to dis- 
charge rather feebly after the outlet union 
nut was loosened. The acid bottle was 
broken in every case. The pressure re- 
quired to burst a number of sealing 
washers was ascertained by bench tests, one 
of which Colonel Wilson witnessed. Three 
new washers burst at from 17 to 30 Ib. 
per sq. in. Five taken at random from trains 
took from 38 to 95 Ib., with average of 
61 1b.; two or three had become rather 
stiff and hard. Three oiled paper washers 
were tested. One was 5/1:000 in. thick and 
failed to break at 100 Ib. per sq. in. The 
other two, 3/1,000 in. thick, broke at 48 
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and 62 lb. (Rubber washers only were 
involved in the extinguishers concerned 


in the accident.) 

Three extinguishers were fitted with pres- 
sure gauges and discharged in the ordinary 
way. Maximum pressures reached in one 
second were 60, 70, and 90 Ib. with jets of 
25-30 ft. lasting 50, 60, and 46 sec. Am- 
bient temperature was 66° F. Acid bottles 
and sodium bicarbonate charges in stores 
proved to be of reasonably uniform 
quality. 

Regular maintenance is given to all fire 
extinguishers when locomotives and trains 
are in depot for routine 4-weekly examina- 
tion, and the three trains concerned had 
been so examined in December, 1945, at 
Neasden, where there was an assistant fitter 
whose sole duty was attention to fire ex- 
tinguishers. She said she always had 
plenty of time to attend properly to the 
work, which could not be rushed. She 
had known instances, but infrequently, 


when a failure to generate pressure had 
occurred. 
Fire extinguishers at stations are 


maintained by the Operating Department 
on a quarterly procedure, but complete dis- 
charge, overhaul, and recharge is under- 
taken every two years. This is done with 
train extinguishers only when corrosion o1 
leakage is observed. 
Colonel Wilson discussed the questions 
involved with officers of the National Fire 
Service. The soda-acid extinguishers were 
regarded as dependable appliances and the 
L.P.T.B.’s high standard of maintenance 
commended. These extinguishers, however, 
may be affected by exposure to low tem- 
peratures, and trains often have to be 
stabled overnight in the open. Seven extin- 
guishers were exposed to a sharp frost and 
then tested. All worked effectively, but the 
average length of jet was about 18 ft. 
compared with 25-30 ft. at 66° F. 


It was thought that the risk of shock 
involved in using the hoses with a fairly 
long jet might have been mend. as has 
been done with tram and trolley vehicle 


fires, but it would have been unwise to 
allow the hose to touch conductor rails. No 
blame was considered to rest, however, on 
fhe local fire section leader for deciding 
as he did, nor was the use of a carbon- 
tetrachloride extinguisher criticised, in spite 
of the known toxic effect of its fumes. 
although it might have been better not to 
have used it. Such extinguishers are re- 
garded as specially useful with electrical 
fires, as the jet is non-conducting. 


Inspecting Officer’s Conclusions 

Density of the fog was a material factor, 
but Colonel Wilson is unable to accept the 
suggestion that the men on the locomotive 
first saw the Watford train at a distance of 
only 5 to 6 yd., as skid marks indicated 
an emergency brake application at least 
25 yd. away. Visibility, therefore, probably 
extended to 25-30 yd. or a little more. The 
signalling system was in order and being 
correctly operated. The weather conditions 
required the speed of the Aylesbury train 
to be kept practically at a walking pace, 
a matter of no particular difficulty with 
the control equipment concerned. 

From the damage done, the collision can 
hardly have taken place at less than 15 
m.p.h., which suggests that the Aylesbury 
train may have been travelling at 20 m.p.h. 
or more when the motorman was sur- 
prised by the one ahead, Speed of this 
order was quite unjustified and the primary 
responsibility rests with him, a man of 
long experience of this route and an excel- 
lent record of service. Colonel Wilson has 
little doubt that he was influenced, perhaps 
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subconsciously, by the woman porter’s in- 
timation that several minutes had elapsed 
since the Watford train passed, and tinds 
it difficult to avoid the conclusion that he 
may have started and accelerated in the 
ordinary way, not expecting to be stopped 
before reaching signal E.26. The porter’s 
statement made her in no way responsible, 
however, as the “stop and proceed ” rule 
admits of no discretionary interpretation, 
neither can the guard who was assisting the 
motorman be held to be, as he was not 
a trained driver. 

In all probability the accident would have 
been prevented if the fog signalling instruc- 
tions had been complied with. The ganger 
cannot escape some measure of responsi- 
bility, under Rule 87(a); he should have 
been aware that Northwood box might be 
open at any time during the morning, apart 
from the traffic emergency which arose. 
Some considerable time after receiving an 
inaccurate message he appears to have 
realised that fogmen might be required at 
Northwood; when he telephoned there it 
was too late. 

The failure of the platform staff at 
Northwood Hills to transmit correctly the 
first message from Northwood was not 
creditable to them, and it is surprising that 
the second request for fogmen made no 
impression on the porter. Colonel Wilson 
accepts the Pinner Station foreman’s state- 
ment that this emphatically worded message 
was promptly transmitted to her through 
him. The messages were dealt with casu- 
ally by platform staff at Northwood Hills 
and to this extent the aftermath of war 
conditions apparently had a bearing on the 
accident. 

The fire section leader cannot be criti- 
cised for waiting to use the hoses until 
current was cut off. The efforts made by 
passengers and others to use extinguishers 
were praiseworthy, but they are nothing 
more than first-aid appliances which were 
intended to deal with small fires in their 
earliest stages. 

Their failure was, nevertheless, unsatis- 
factory, and making every allowance for 
possible omission to turn cocks, Colonel 
Wilson considers it reasonable to conclude 
that of the 20 extinguishers, 10 were in 
order, 2 doubtful, and that 8 failed. It 
was not possible to attribute this high 
proportion of failures to any one definite 
cause. 

The maintenance procedure, believed to 
have been conscientiously performed, en- 
sures the extinguishers being in good 
mechanical condition, but the charges may 
remain unused for an indefinite time and 
this may be the underlying reason, when 
cumulative exposure to winter night tem- 
peratures is taken into consideration. The 
desirability of periodical recharging of 
station equipment has been appreciated, 
but not in the case of train extinguishers, 
which are not subject to inspection by the 
National Fire Service. (Revised procedure, 
referred to below, has now been put into 
force.) 

It is doubtful whether the time taken to 
cut off the current could have been 
bettered in the absence of short-circuiting 
bars, or whether any time would have been 
saved had the message given to the guard 
of the Aylesbury train been correctly 
passed to the guard of No. 3 train. 


Remarks 
This was the first serious accident to an 
L.P.T.B. train for seven years. Its out- 
standing feature was that reliance on the 
driver to relate his. speed to conditions of 
visibility failed to ensure safety. Quad- 
rupling and resignalling of this section are 
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not likely to be begun for some years, and 
the Board has undertaken to provide tele- 
phones and “P” signs on the existing 
lines, with extension to the track circuit 
indication. 
The route, 
volume 


which carries a considerable 
of main-line steam as well as 
electric traffic, will then conform 
with other main- line installations «and 
* stop and proceed” working will be con- 
fined to signal or track circuit failures. 
The present fog signalling instructions will 
become redundant. In the meantime the 
attention of permanent way staff has been 
specially drawn to the obligation to report 


for duty when fog occurs during their 
normal working hours. 
Examination of Extinguishers 
The 4-weekly examination of extin- 


guishers is being continued under more de- 
tailed instructions and all are now to be 
tested by discharge, dismantled and over- 
hauled every two years, or at the rate of 
approximately 40 a week. Approximately 
10 per cent. are also to be checked by 
random discharge tests and the results re- 
ported to the Chief Mechanical Engineer, 
the arrangements being under continuous 
check by means of a central record, with 
each extinguisher numbered. 

Special attention will also be directed to 
the uniformity of the rubber diaphragm 
sealing washers, as well as to their timely 
renewal; and the use of oiled paper and 
cellophane washers, which are not alto- 
gether satisfactory, will be discontinued 
as supplies of rubber improve; a sealing 
washer of some kind is necessary in ex- 
tinguishers subject to vibration, to prevent 
spilling, and corrosion of the plug cock. 
These revised arrangements should result in 


much improved reliability. Experiments 
are also being carried out with a “gas 


cartridge ” type of extinguisher, which de- 
pends for its pressure on the release of gas 
from pressure containers of the Sparklet 
type filled with carbon dioxide in solid 
form. The results will be communicated 
to the Minister of Transport in due course. 

In view of these measures Colonel Wil- 
son has no recommendation to make. He 
considers, however, that had short-circuit- 
ing bars been available the delay in cutting 
off current might have been a good deal 
less. Official requirements lay down that 
arrangements should be provided “ by 
which the train staff can, in emergency, 
satisfactorily remove, or cause to be re- 
moved, the electrical pressure from the 
section occupied.” On the underground 
sections this can be done by the tunnel 
wires, but there is no such provision on the 
surface sections, on which short-circuiting 
bars, carried on the trains, would appear 


to be necessary, if the requirements are 
to be fulfilled. 
The report goes on to say that while 


such bars cannot invariably be relied upon 
to operate and keep open the circuit 
breakers of a distant sub-station, the pro- 
portion of cases in which they would do 
so is likely to be considerable, and in this 
case it is reasonable to assume that they 
would have prevented the circuit breakers 
from remaining in when re-closed. The 
use of these bars is not generally favoured 
by the Board, partly on account of uncer- 
tainty of action, partly on account of the 
risk to the man placing one, but having 
regard to the serious consequences of this 
accident, further consideration should be 
given to the matter. Consideration might 


also be given to the suggestion that there 
should be notices in compartments indi- 
cating where emergency hand tools and 
extinguishers are to be found. 
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Parliamentary Notes 


L.M.S.R. Act 
The Royal Assent was given in the 
House of Lords on July 12 to the London 
Midland & Scottish Railway Act, 1946. 


Railways (Valuation for Rating) Bill 

The Railways (Valuation for Rating) 
Bill was reported with amendments to the 
House of Lords on July 16. 

On July 17 the Bill was committed to a 
committee of the whole House. 


Traffic at Welsh Ports 

Major A. L. Ungoed-Thomas (Llandaff 
& Barry—Lab.) on the Motion for the 
Adjournment of the House of Commons 
on July 12, raised the question of traffic 
through the Welsh ports. He said that 
every member of the Welsh Parliamentary 
Party was solidly opposed to the Minister 
of Transport on his lack of policy in deal- 
ing with the matter. The total of all 
exports for the last four weeks had been 
lower than at any time since February 
22, when the matter was last debated. 

The employment position was shown by 
the fact that in the eight weeks to June 


29, there were on the effective register 
3,053 transport workers, as compared 
with 3,364 at the time when the last 


debate took place. The average figure of 
unemployed was 1,400 during the last 
eight weeks, compared with 1,227. The 
percentage of unemployed on the register 
in South Wales generally was 43 per cent., 
and in Barry it was as high as 62 per cent. 

In addition to the unemployment posi- 
tion, the dock charges had been put up, the 
docks had been treated as merely ancillary 
to the railways; in Barry, for instance, 
edible-oil storage tanks were being closed 
down and the Great Western Railway was 
removing its divisional stores from Barry 
to Swindon. When the Minister was asked 
to do something about it, he washed his 
hands of it, and said that he could not 
interfere. He was paying £43 million un- 
der the contract with the railways, which 
gave him control of the railways. Unless 
he was in a position to deal with the policy 
of the railways, what were they paying the 
£43 million for? 

The Ports Committee in South Wales 
had been exceedingly active, and had 
drawn up a most valuable report for the 
setting up of a cargo clearing house. He 
understood that the Great Western Rail- 
way was reviewing its dock charges, and 
the Minister had a committee sitting on 
the question of a free port. 

Their concern was to concentrate their 
attention in this debate on what the 
Minister of Transport could do, and what 
his policy was. Action naturally depended 
on the plan or conception of the future 
of the ports. None of them claimed any 
special opportunity for Wales, as such, at 
the expense of England. All they were 
claiming was that there should be a 
national plan for the whole country, that 
the Welsh ports should fit into that 
national vlan, and that under that national 
plan they should have fair play. 

English and Scottish members equally 
were profoundly disturbed at the lack of 
any indication that the matter had been 
thought out at all. They had to have a 
policy. 

Dealing with the short-term policy 
with which they were concerned in the 
immediate future, he suggested that, in 
the first place. there should be an alloca- 
tion. of shipping. In the second place, 
he suggested that suitable Government 
cargoes should be sent through Welsh 
ports. He asked what steps the Minister 
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had taken to open up Midland traffic. Had 
he taken any steps at all to deal with the 
decentralisation of chartering from Lon- 
don? 

They saw no signs of any practical 
policy at all from the Minister except the 
laissez faire of procrastination. What 
they were concerned about was that there 
was no evidence of any fundamental 
grappling with this problem. They got the 
impression that the matter was just being 
fiddled with and they would like to see a 
more vigorous policy put into action. 

Mr. Alfred Barnes (Minister of Trans- 
port) said he had been asked what action 
was being taken to get the Supply Depart- 
ments to divert their traffic through these 
South Wales ports. A question of that 
description at once acknowledged that that 
tratfic was determined by the Supply 
Departments, and not by the Ministry of 
Transport, which, after all, was a Service 
Department. He had been asked also 
what steps he proposed to take with re- 
gard to the Cardiff cold store. That was 
a direct responsibility of the Ministry of 
Food and was not a matter that could be 
determined by the Ministry of Transport. 

His Department had been responsible for 
the general administration of the South 
Wales ports and had taken action in all 
the matters referred to by Maior Ungoed- 
Thomas. Whether the results were satis- 
factory or not was a different matter, but 
the Ministry of Transport certainly had 
dealt continuously with those problems. 
He brought representatives of the South 
Wales ports and the Supply Departments 
together under his chairmanship, for the 
purpose of examining the diversion of the 
traffic of the Supply Departments to the 
South Wales ports, and those negotiations 
with the Supply Departments were still 
proceeding. On the question of the Mid- 
land traffic, he had been considerably sur- 
prised by the lack of appreciation of any 
action that he had taken in that direction. 

If there was one thing upon which he 
had concentrated since he had assumed re- 
sponsibility for the Department, it was to 
develop, as quickly as possible, a system 
of more or less uniform and improved road 
facilities covering the whole of the Welsh 
ports right through the Midlands. Plans 
already were being advanced. Work had 
started on some sections of the road. The 
Order had been made with regard to the 
Severn Bridge. That bridge had been 
talked of for many years, but this was the 
first time that a decision had been made 
with regard to that important development, 
and that within a space of a few months. 

The Order had been made, but he had to 
await the public inquiry which was laid 
down by the Statute. He had every hope 
that he would actually be able to make a 
start on the Severn Bridge in the early 
part of next year. With regard to the 
motor road, which he thought would be 
of great assistance, from the Severn 
Bridge approaches right through the Mid- 
lands, !:e would remind the House that 
so far, he had no nower at all to construct 
a vast motor road of that kind. Never- 
theless, whatever difficulties might be in 
the way, he sincerely hoped that they 
would be able to overcome them rapidly, 
and that the whole scheme of improved 
road transport facilities to the Midlands 


would be accomplished in the shortest 
possible time. 
If that was taken into consideration, 


with the comments in the general cargo 
sub-committee’s report, it would be 
found eventually to represent a_ very 
valuable contribution. The. conditions 
which had been referred to with 
regard to South Wales ports were not 
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peculiar to the South Wales ports. He 
frankly admitted—and ne one regretted it 
more than he did—that it was more severe 
in the South Wales ports. The percentage 
of unemployment in dock labour on the 
North East coast at the moment was 38:2 
per cent. 

Mr. Barnes had not finished his reply. 
when the time arrived for the House to 
adjourn. 


Questions in Parliament 


Dining Car Facilities 

Wing-Commander Roland Robinson 
(Blackpool South—C.) on June 24 asked 
the Minister of Transport when it was pro- 
posed to restore pre-war dining-car facili- 
ties on the Euston-Blackpool route. 

Mr. Alfred Barnes, in a written answer, 
stated: The railway company hopes to 
re-introduce restaurant cars as from Octo- 


ber 7 on the 1.30 p.m. and 4.45 p.m. trains 
from Euston to Blackpool, and on the 
8.5 a.m. and 10 a.m. trains from Black- 


pool to Euston. 


Electrification of the Railways 

Wing-Commander’ Roland Robinson 
(Blackpool South—C.) on June 24 asked 
the Minister of Transport whether his de- 
partment proposed to press forward with 
the electrification of the railways. 

Mr. Alfred Barnes stated in a written 
answer: The completion of certain schemes 
of electrification interrupted by the war is 
in hand or under consideration. How far 
further electrification shoul dbe carried, 
and in what order schemes should be un- 
dertaken, must be considered in relation to 
priorities in other fields. 


L.N.E.R. Dukinfield Factory 


The Reverend G. Lang (Stalybridge & 
Hyde—Lab.) on July | asked the Minister 


of Transport if he was now able to make 
a statement on the future of the L.N.E.R. 
factory, Dukinfield. 
Mr. Alfred Barnes: 
to indicate the 
company. 


1 am not yet able 
intentions of the railway 
Several developments are under 
consideration, and it may be some little 
time before a decision is reached, but | 
am in close touch with the company. 

The Reverend G. Lang: Will the 
Minister give particularly close attention 
to this matter, as some 1,800 persons are 
very anxious on the subject and have 
been waiting for a long time; and it is 
now six weeks since I drew his attention 
to the subject? 

Mr. Barnes: I have done so, but as 
there are a number of developments in 
which this is involved, it is not possible to 
reach an isolated decision. 


London-Southend Railway Service 

Captain R. J. Gunter (Essex South-East 
—Lab.) on July 15 asked the Minister of 
Transport if he was aware of the conges- 
tion on the L.M.S.R. trains operating 
between Fenchurch Street and Southend- 
on-Sea during peak hours; of the bad state 
of the rolling stock in use; and what steps 
he proposed to take to give south-east 
Essex an adequate railway service. 

Mr. Alfred Barnes stated in a written 
answer: I am advised that congestion on 
the Southend trains of the L.M.S.R. is 
mainly on the evening trains from London 
to Southend due to the concentration of 
the peak traffic within a very short period. 
The condition of the rolling stock de- 
teriorated during the war, but improve- 
ments are being made as rapidly as pos- 
sible. Last Monday I met a deputation 
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of Members from constituencies in this 
area and have promised to examine pro- 
posals for improvement which they are 
to send to me. 


Lineside Fires 

Mr. A. T. Lennox-Boyd (Mid-Bedford 
—C.) on July 4 asked the Minister of 
Transport if he would state the total 
acreage of crops destroyed or damaged by 
fires caused by sparks from railway engines 
in England, Scotland, and Wales, for each 
year since 1939; and the amount of com- 
pensation paid out by the railway com- 
panies for destruction or damage to cereals, 
grass and feeding-stuffs crops, farm build- 
ings and implements, and livesto¢k, respec- 
tively, since 1939. 

Mr. Alfred Barnes, in a written answer, 
stated: | am informed that the amount of 
compensation paid by the railway com- 
panies in respect of lineside fires of all 
descriptions since 1939 was: 


1940 ; ; , 5,834 
1941 ‘ ; ‘ 5,751 
1942 one , 14,268 
1943 . = . Saiz 
1944 . , 55,769 
1945 . . 38,846 


Information as to total acreage of crops 
destroyed or damaged is not available, 
nor is it possible, without much research, 
to give detailed particulars for all years 
under the several headings referred to. 
The following represents an analysis of 
the amounts paid by the railway companies 
in respect of the year 1945: 


Cereals R 

Grass and feeding stuffs 

Other crops... . 

Farm buildings andimplements .. 
Woods, forests, hedges, and fences 
Miscellaneous, other than above ... 
Livestock , 


London—North Wales Rail Service 

Mr. William Williams (Heston & Isle- 
worth—Lab.) on July 1 asked the Minister 
of Transport whether he was aware of the 
dissatisfaction which prevailed concerning 
the unsatisfactory railway passenger ser- 
vice between London and North Wales 
holiday centres, particularly those places 
situated in Snowdonia; and whether he 
would take immediate steps to increase 
the number of through trains, thus reduc- 
ing the present discomfort and inconveni- 
ence to members of the public desiring to 
visit that district. 

Mr. Goronwy Roberts (Carnarvon 
Lab.) also asked the Minister of Transport 
if he would take steps to improve the rail- 
way passenger service between London 
and North Wales. 

Mr. Alfred Barnes: The railway com- 
panies state that the service compares 
favourably with that in operation pre-wal 
except on Saturdays. If traffic is heavy on 
any particular day relief trains will be 
run so far as resources permit. It is not 
at present possible to re-instate through 
carriages at Pwllheli, Criccieth, and Port- 
madoc, but this will be considered as soon 
as circumstances permit. 

Mr. Williams: While making all the 
necessary allowances for the Minister's 
pronunciation, may I ask him if he is 
aware that the services to this part of 
Snowdonia compare very unfavourably 
indeed with the services to other holiday 
centres in various parts of Great Britain, 
and that is proving a very severe handicap 
to holiday centres in North Wales? 

Mr. Barnes: With regard to my pro- 
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nunciation, | would like to inform Mr. 
Williams that I confirmed it with a York- 
shireman and a _ Lancashireman. The 
question of insufficient services, as I indi- 
cated, will be considered when there are 
greater resources available. 

Mr. Emrys Roberts (Merioneth—Lib.): 
Is the Minister aware that before the war 
journeys took five hours and now take 
seven hours, and when the railways are 
nationalised will he consider the desir- 
ability of setting up a Welsh railway 
board so that it may take over the ser- 
vices? 

There was no reply. 


Hatfield Railway Accident 

Mr. Hector Hughes (Aberdeen North 
Lab.) on July 16 asked the Minister of 
Transport whether he had any statement 
to make in regard to the regrettable disaster 
which had occurred to the London-Aber- 
deen express at Hatfield on the previous 
night. 

Mr. Alfred Barnes: Yes. At 7.30 p.m. 
last night an express passenger train from 
Kings Cross to Aberdeen became derailed 
near Hatfield. The railway company’s 
preliminary report is to the effect that the 
engine and all 13 coaches of the train left 
the rails. It will submit further informa- 
tion as soon as possible. 

In the meantime I have 
an Inspecting Officer of Railways to 
hold an inquiry into this accident, and 
his report will be submitted to me in due 
course. I understand that I1 passengers 
were injured and taken to hospital, and 


appointed 


.W.R L.M.S.R. L.N.E.R Southern Tota 
Railway 

£ £ 4 £ £ 
035 2,493 20,557 7,612 32,697 
81 899 397 202 1,379 
761 309 784 1,854 
35 68 103 
75 767 1,052 587 2,481 
97 77 174 


I should like to express my sympathy with 
those concerned. 

Mr. Hughes: Can the Minister say any- 
thing about the extent of the injuries 
to the persons who were injured? 

Mr. Barnes: Not at this stage. 


Railway Wagons 

Lt.-Colonel G. M. Sharp (Spen Valley 

Lab.) on June 24 asked the Minister of 
Transport (1) if he would state the extent 
to which British railway companies were 
producing their own railway wagons; what 
joint arrangements were made to stan- 
dardise specifications and designs of 
wagons now being ordered from railway 
wagon builders; and if he was satisfied 
that such arrangements were effective; and 
(2) what action he was taking to ensure 
the maximum amount of simplification and 
unification of design in railway wagons, 
thereby enabling railway wagon builders 
to obtain some of the economies of mass 
production and reducing the cost of con- 
struction and repairs. 

Mr. Alfred Barnes in a written answer 
Stated: Apart from the large order for 
mineral wagons placed by the Government, 
the railway companies have a programme 
for building this year in their own shops 
nearly 20,000 wagons of all types, and in 
addition have placed orders with private 
builders for some 5,000 mineral wagons. 
All these wagons are built to standard 
specifications, and, in the case of the 
mineral wagons, the railways and the pri- 
vate builders are working to the same 
specification. A new design for a 16-ton 
all-steel mineral wagon has recently been 
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prepared to meet various methods of 
manufacture, namely, all-welded or all- 
riveted, or a combination of both, and 
future orders for this type of wagon will 
be placed accordingly. This design is suit- 
able for mass production on the unit 
assembly principle and can be produced 
by any constructional engineering concern, 
large or small, equipped for construction 
by any of the permitted methods of manu- 
facture. 

Lt.-Colonel G. M. Sharp on June 24 
also asked the Minister of Transport what 
action he was taking to ensure that no 
railway mineral wagons would be made 
of timber at the present time; to what 
extent such wagons were being manufac- 
tured from steel; and if he was satisfied 
with the results. 

Mr. Alfred Barnes in a written answer 
stated: The great majority of mineral 
wagons are now being constructed of steel 
with satisfactory results, but I do not think 
there would be any advantage at present 
in prohibiting the building of wooden 
wagons, 


Signposts at London Termini 


Lieutenant William Shepherd (Bucklow 
—C.) on June 24 asked the Minister of 
[Transport whether he would arrange for 
full sign-posting of the main-line termini 
in London. 

Mr. Alfred Barnes: Suitable directions 
are displayed to assist passengers in mak- 
ing their way between Underground sta- 
tions and the adjoining main-line stations, 
and | am looking into the question whether 
more sign-posting, in or outside the ter- 
mini, is needed to guide the public to and 
from adjacent streets. 

Lieutenant Shepherd: Will the Minister 
bear in mind that, whilst an employee of 
a station or a stationmaster may be well 
aware where the station is, visitors from 
the provinces may not be so minded? 

Mr. Barnes: | think that generally the 
directions are given. As I say, the matter 
will be further investigated. 


Coal Stocks 

Colonel O. E. Crosthwaite-Eyre (New 
Forest & Christchurch—C.) on June 25 
asked the Minister of Fuel & Power if he 
would state the stocks of coal held on 
May 31, 1942, 1943, 1944, 1945, and 1946, 
respectively, by electricity undertakings, 
gasworks, railways, and coal merchants 
for sale to private consumers, respectively. 

Mr. E. Shinwell (Minister of Fuel & 
Power) wrote in reply: The answer is as 
follows: 

End of May stocks 


(million tons) 
1942 1943 1944 1945 1946 


Electricity 

undertakings 2:3 3-8 2°5 . 1-2 
Gasworks yh. 2:2 1-9 1-0 1-1 
Railways ae 1-2 Il 0:5 0:5 
Merchant's stock 

of housecoal... 0-4 1-6 0-9 0:4 0:6 


All these figures are now published 
regularly and will be found each month in 
the statistical digest issued by the Central 
Statistical Office. 

Colone! Crosthwaite-Eyre on June 25 
also asked the Minister of Fuel & Power 
if he would state the minimum total stocks 
of coal which should be built up by elec- 
tricity undertakings, gasworks, railways, 
and coal merchants for sale to private 
consumers, respectively, if efficiency in in- 
dustry, and the present coal ration for 
private consumers, was to be maintained 
during the coming winter: and by what 
date those stocks should be physically held 
by the undertakings concerned. 
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Mr. Shinwell, in a written answer, 
stated: Minimum stocks at the beginning 
of winter must involve a forecast of pro- 
duction in the subsequent months, be- 
cause the extent to which stocks will be 
depleted over the winter months turns, in 
part, on the level of supplies at that time. 
In. these circumstances, Colonel Cros- 
thwaite-Eyre will appréciate that I am not 
in a position to give him definite figures 
of minimum stocks. 


Staff & Labour Matters 


Annual Conference of N.U.R. 


The annual meeting of the N.U.R., 
which was held at Morecambe this year, 
extended from July 1 to 13 and was pre- 
sided over by the President of the Union, 
Mr. J. E. Binks. In his address to the 
conference he reviewed the achievements 
of the Union during the past year, which 
he described as one of records, for during 
the year each adult employee had received 
at least 7s. a week increase in wages and 
the national agreements had been changed 
completely to the advantage of the staff. 

Referring to the visit to Russia of a 
delegation from the Union, he said there 
was a fundamental difference in the mode 
of procedure in Russia, where, he stated, 
they recognised the ability of the indi- 
vidual as against the claim for seniority 
here, and they found a number of the 
staff holding important positions, even 
managerial positions, without having much 
railway experience. 

He dealt at some length with the ques- 
tion of nationalisation, as did the con- 
ference during its session, and after a 
speech by Mr. Benstead, the General Secre- 
tary, the following resolution was passed: 

“That this conference re-affirms its 
wholehearted support for public ownership 
and control of transport. We are of the 
opinon that such a policy would ensure 
the most efficient service to industry and 
the community at large, whilst providing 
decent conditions of service for those re- 
sponsible for its operation. We also em- 
phasise the view that workers’ participation 
in its management is an indispensable re- 
quisite to ensure the success of a publicly- 
owned transport industry.” 

The conference covered a wide range of 
subjects, and resolutions were passed in- 
structing the Executive Committee to take 
steps to have the annual leave period re- 
duced to 20 weeks, beginning on the 
second Monday in May; to procure an 
amendment of the machinery of negotia- 
tion to enable employees of 18 years of 
age and over to be nominated and take 
part in elections; that sectional councils 
should meet four times a year; that there 
should be no discrimination between wages 
and salaried grades in respect of free 
passes; that the railway companies should 
be pressed to provide improved welfare 
facilities for the staff. 

A resolution dealing with compulsory 
trade union membership was as follows: 
“That this annual general meeting, whilst 
recognising the efforts of this Union for 
Joint action with the other railway trade 
unions on the non-unionist question, are 
Satisfied that the time has arrived when 
definite action must be taken. We there- 
fore instruct the General Secretary to 
inform the A.S.L.E. & F. and R.C.A. that 
this Union is proceeding with an im- 
mediate application to the railway com- 
Panies that trade union membership shall 
be a condition of employment in the rail- 
Way service as from June 29, 1947.” 
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Notes and News 


Railway Earnings in South Africa— 
Railway earnings in South Africa for the 
period June 2 to June 29 amounted to 
£4,460,819, compared with £4,060,886 in 
the corresponding period of last’ year. 


Government Surplus Stores. The 
Ministry of Supply has for disposal two 
15-ton steam shunting (railway breakdown) 
cranes for use on metre gauge. The cranes, 
which were made by Ransomes & Rapier 
Limited, are new and unused and packed 
for shipment. For details, Officia 
Notices, page 111. 


see 


General Electric Co. Ltd.—Net profit of 
the General Electric Co. Ltd. for the year 
to March 31, after providing for E.P.T., 
was £1,950,554, an increase of £69,857. 
The company announces a dividend of 10 
per cent. and a cash bonus of 7} per cent. 
on the ordinary stock. The same dividend 
and bonus have been paid for each of the 
past five years. 


A. C. Wickman Limited—A dividend 
of 5 per cent. has been declared for 1945. 
There was no dividend in 1944, but in 
1943 the company paid 8 per cent. A 
profit of £68,369, before tax deduction, is 
shown for the year, comparing with a loss 
of £54,511 in 1944. The allocation to re- 
serve is £25,000. In 1944, when £225,000 
was recovered from E.P.T., the corre- 
sponding figure was £40,000. 


Brighter Interiors for Underground 
Coaches.—London Transport has decided 
that all Underground coaches in future 
shall have red leather armrests. One car 
so fitted has been running on the Picca- 
dilly Line for a few weeks past, and 
favourable comment on it has influenced 
this decision. As supplies of the red 


leather become available, all coaches going 
into the workshops for general overhaul 
and re-upholstering with the latest design 
of patterned moquette, will emerge with 
bright red armrests. 


F.B.I. Conference on Exports.—The 
Federation of British Industries is to 
organise a two-day conference on exports, 
to be held in the Central Hall, London, 
on November 27 and 28, when practical 
problems in the drive for exports will be 
defined and discussed. At the first session, 
the Rt. Hon. Sir Stafford Cripps, President 
of the Board of Trade, will speak on the 
significance of exports to the national life, 
and succeeding sessions will include 
speakers with wide experience of export 
problems. The conference will be opened 
by Sir Clive Baillieu, K.B.E., C.M.G., 
President of the Federation, and the Chair- 
man of the Conference will be Mr. Leslie 
Gamage, M.C., Vice-Chairman and Joint 
Managing Director of the General Electric 


Co. Ltd. 


William Beardmore & Co. Ltd.—Sir James 
Lithgow, Chairman of William Beardmore 
& Co. Ltd., said at the recent annual 
general meeting of the company that their 
hopes that the magnificent record of the 
company during the war would justify an 
optimistic view of the future, had been 
completely damped by ‘the decision to 
bring a large proportion of the steel in- 
dustry into public ownership. A weak, 
impersonal control was too remote from 
the individual employee to obtain from 
him the effort which he gave to an em- 
ployer who was himself personally affected 
by the trading result. Where opportunity 
had offered of working for the community 


rather than a personal employer, as in 
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coal and housing, individual output had 
fallen to a level at which it must become 
impossible to support even a pre-war stan- 
dard of living for those who set such a 
slack pace. 


G.W.R. Irish Traffic via Fishguard.— 
During the first six months of the year, 
the G.W.R. has carried via Fishguard 
33,186 passengers to and from Ireland, as 
compared with 611 during the correspond- 
ing period last year; and 20,895 tons of 
general merchandise, as against 12,973 last 
year. During the same period this year, 
25,604 boxes of fish, 22,463 boxes of 
poultry, 3,065 boxes of game, and 27,167 
head of livestock, including horses, cattle, 
greyhounds, and donkeys from Ireland, 
were dealt with at the port. 


Robert Stephenson & Hawthorns 
Limited.—Trading profit for the year, after 
E.P.T. and including interest on invest- 
ments and sundry receipts, was £53,031, 
as compared with £57,639 in the previous 
year. The net profit of £15,442 compares 
with £14,454. General reserve receives 
£5,000 as in 1944-45, and the carry-for- 
ward is £9,993, as against £7,113. As 
from December 31, 1945, the company 
has acquired from R. & W. Hawthorn 
Leslie Limited a boiler shop, plant, and 


machinery at Forth Banks, Newcastle. 
The purchase price is reflected in the 
balance sheet under fixed assets, which 


appear at £154,656, as against £142,193. 


London Transport Press Announcements. 
-A new series of London Transport press 
announcements in the daily newspapers is 
featuring the hands of men in the Board’s 
service. A bus driver’s hands, on the 
steering wheel of a bus, are illustrated in 
this first announcement, the text of which 
recalls the reputation for safe driving and 
good road manners which London Trans- 
port bus drivers enjoy. Subsequent adver- 
tisements in this series will illustrate the 
hands of a train guard signalling a train 
away, a trolleybus conductor pressing the 
bell push, a signalman operating his signal 
levers, a Lost Property Office attendant 
handling a lost umbrella, and a bus con- 
ductor punching a ticket. 


Zafra & Huelva Railway Company.— 
The London committee of the Zafra 
& Hueiva Railway Company (of Spain) 
has notified holders of first mortgage 
bonds, second mortgage bonds, and the 
shares that, after prolonged negotiations, 
the Spanish Government has issued a 
decree offering exchange of debentures 
and shares for 34 per cent. redeemable 
bonds (Deuda Amortizable) on the fol- 
lowing terms:— 

For each first mortgage bonds, 85.018 
pesetas of Government stock ; for each second 
mortgage bond, 10 pesetas of stock; and for 
each share, 2 pesetas of stock. These values 
include interest on the Spanish Government 
bonds from February 1, 1941, to May 1, 
1946, and the bonds will be issued with the 
coupon due August 1, 1946. 

The London committee is of the opinion 
that the offer should be accepted, as there 
is NO reason to suppose that bondholders 
or shareholders will ever receive a better 
one. 


Dimensions of Public Service Vehicles. 

The Minister of Transport on June 26 
made the Public Service Vehicles (Con- 
ditions of Fitness) (Amendment) Regula- 
tions, 1946, to provide for an increase in 
the maximum height of single-deck public 
service vehicles. On the same date the 
Minister made the Motor Vehicles (Con- 
struction & Use) (Amendment) (No. 3) 
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Regulations, 1946, to permit the use in 
certain circumstances of public service 
vehicles of an increased width, and to in- 
crease the maximum laden weight of 
public service vehicles. 


L.P.T.B. Civil Engineer (Maintenance) 
Required.—The London Passenger Trans- 
port Board invites applications for the 
post of Civil Engineer (Maintenance). 
Applicants should not be over 45 years of 
age, and must be members or associate 


members of the Institution of Civil Engi- 
neers. For details, see Official Notices, 
page 111. 


G.W.R. Golf Course Re-Opening.—A fter 
five years, the 18-hole golf course at the 
Manor House, Moretonhampstead, Devon 
(owned by the G.W.R.), is to be re-opened 
for play on August 1. During the war, 
some of the fairways were used to grow 
food. These have now been restored and 
the course is in fine condition. The hotel 
itself, which has been a military hospital, 
is being extensively reconditioned before 
being re-opened on October 1. 


London-Manchester-Belfast Air Line.— 
On July 29 Railway Air Services will open 
a new route from London (Croydon) to 
Manchester and Belfast. Two services will 
be operated daily in both directions, 
giving journey times of 1 hr. 20 min. be- 


tween Croydon and Manchester, and 
2 hr. 55 min. between Croydon and Bel- 
fast. The aircraft used at first will be 


Avro XIXs, but these will be replaced by 
larger types when they become available. 
A London-Manchester-Belfast service was 
operated by Railway Air Services before 
the war, but the aircraft called also at 
Birmingham and Liverpool. 


Strike at Bishopsgate Goods Station, 
L.N.E.R.—Porters and carters at the 
L.N.E.R. Bishopsgate Goods Station struck 
at midday on July 19 after two men had 
been charged with the alleged theft of two 
tomatoes, the property of the L.N.E.R. 
They claimed that allegations of petty 
theft should be dealt with between the 
railway company and the N.U.R. under 
the terms of a local agreement. The 
strike spread.to the Liverpool Street depot 
and finally involved 1,700 workpeople. 
After negotiations between a committee of 
the strikers, accompanied by an N.U.R. 
official, and railway representatives, the 
strike ended on the evening of July 20. 
The strike was unofficial. 


Collision at Victoria Station, Southern 
Railway.—On July 17 a collision occurred 
between a light engine and the 2.30 p.m. 
train to Tunbridge Wells West, which had 
just pulied out of Victoria Station. The 
light engine ran into the side of one of 
the carriages, which was derailed, but the 
rest of the train remained on the lines. 
Seven passengers received minor injuries, 


but all were able to return home after 
treatment. On account of the through 


lines from the Central Section side of Vic- 
toria being blocked, traffic had to use the 


local lines as far as Clapham Junction 
“C” box, and miain-line services to 
Brighton, Eastbourne, and Bognor were 
restricted, some trains being turned at 


Clapham Junction. 


Closing of Fort Augustus Branch.— 
Inverness County Council has decided to 
offer strong opposition to the London & 

North Eastern R: uilway Company’s request 
for authority to close down the Fort 
Augustus—Spean Bridge branch railway. 
It was announced by the County Clerk 
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that a petition of protest had been re- 
ceived from 400 residents in Fort Augustus 
area, and that the Lochaber District Coun- 
cil, the Aird District Council, and Fort 
William Town Council were opposing the 
proposal. The railway company’s reason 
for closing the line was, he stated, that 
timber haulage would shortly cease in the 
area, and the traffic would not justify the 
service on the line. Sir D. W. Cameron, 
of Lochiel, Convener, said they could not 
have post-war reconstruction in the High- 
lands if they were to begin by closing 
branch railways. The council agreed to 
approach the Association of County Coun- 
cils and Highland M.P.s for support in 
opposing the L.N.E.R. proposal. 


Buffer Stop Collision at Glasgow.—The 
6.45 p.m. L.M.S.R. train from the Clyde 
Coast to Glasgow ran into the buffers at 
St. Enoch Station, Glasgow, on July 21. 
Eighteen passengers were taken to the 
Royal Infirmary for treatment, but none 
was detained. 


Aldershot & District Traction Co. Ltd. 

-The directors of the Aldershot & Dis- 
trict Traction Co. Ltd. have recommended 
a final dividend of 6 per cent. less income 
tax, and a bonus of 5 per cent. less income 
tax, on the ordinary shares of the com- 
pany in respect of the year ended May 31, 
1946, making a total dividend for the year 
of 10 per cent. less income tax and a bonus 
of 5 per cent, less income tax. The net 
profit for the year to May 31, 1946, is 
£31,515 (after transferring £10,000 to 
general reserve) compared with £18,985 
last year (after transferring £10,000 to 
general reserve). 


London Transport Musical and Dramatic 
Society—The London Transport Musical 
and Dramatic Society will be one of the 
first of the larger societies of its kind back 
in the field of amateur dramatics when it 
presents “The Gondoliers” at the Scala 
Theatre next February. This society, with 
a pre-war membership of over 500 drawn 
from all branches of London Transport, 
was unable to function during the war. 
It is now re-forming, and already over 250 
members have enrolled. The Dramatic 
Section of the society has booked the 
Cripplegate Theatre for the evenings of 
November 29 and -30, when it will present 
Noel Coward’s “ This Happy Breed.” 


New Type Hand-Rail for London 
Transport Escalators—A four months’ 


trial at Kings Cross Underground Station 
having proved successful, London Trans- 
port has decided to equip all escalators 
with a new type of non-skid flexible hand- 
rail. The present standard type of hand- 
rail has a tendency for its rubber skin to 
peel after several months’ wear, leaving 
unsightly patches which are liable to upset 
the synchronised working of the hand-rail 
with the escalator. The new type of hand- 
rail is of rubber composition with a 
canvas surface, and does not have the 
usual shiny appearance of the standard 
type. All present hand-rails will be re- 
placed by the new type when they require 
renewal. 


Southdown Motor Services Limited.— 
Traffic receipts and other income for the 
year ended March 31, 1946, were 
£1.920,202, as compared with £1,672,910 
in the previous year. Profit and loss ac- 
count shows a credit balance for the year 
of £74,860, to which is added £62,173 
brought in. After transferring £13,306 to 
general reserve, and paying an interim divi- 


July 26, 1946 


dend on October 1, 1945, of 5 per cent. 
on the ordinary stock, the balance re- 
maining is £104,977. The directors re- 
commend a final dividend of 5 per cent. 
less income tax, on the ordinary stock, 
plus a bonus of 5 per cent., less income 
tax, leaving £63,727 to be carried forward, 


Keith Blackman Limited.—Profit for the 
year to March 31, was £88,689, comparing 
with £135,684 in the previous year, the 
amount of business done being reduced on 
account of the cessation of hostilities. The 
directors propose a dividend of 20 per 
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His Majesty’s Colonial Service 
THE COLONIAL ENGINEERING SERVICE 


IVIL ENGINEERS are required for the Way 
Cc and Works Departments of Colonial Railways 
in West and East Africa. Qualifications entitling 
applicants to consideration are Corporate Membership 
of the Institution of Civil Engineers, or Degrees or 
Diplomas recognised by that body as granting exemp- 
tion from Sections A and B of its examination. 

Applicants must be fit and preferably not more 
than 35 years of age. They should have had ex- 
perience of railway engineering practice, inclusive 
of track maintenance, but candidates lacking this 
experience may be considered if otherwise well ex- 
perienced in general civil engineering construction 
and if personally anxious to make a career in railway 
engineering. 

Appointments would be on probation for pen- 
sionable employment or on agreement with possi- 
bility of permanency. Those appointed on probation 
or an agreement would be employed within incre- 
mental scales rising from £450 to £840 and later 
from £880 to £1,000. Starting salary will depend on 
age, civil experience and length of approved war 
service. For example, in West Africa an Engineer 
aged 29 may hope to start on a salary of about 
£600, whereas an Engineer aged 33 may hope to start 
at about £720. In East Africa the point of entry 
will be slightly lower. Free furnished quarters are 
provided and free passages for the officer, and, if 
married, for his wife on first appointment and on 
leave. In West Africa leave is normally granted on 
full pay after not more than 18 months’ service at 
the rate of 7 days for each completed month of 
resident service. In East Africa this leave is usually 
permitted after 30 months’ resident service and is 
granted on full pay at the rate of 5 days’ leave for 
each month of resident service. Separation al.owanccs 
are at present payable; for example, a married officer 
in Nigeria on £600 who has two children would be 
entitied to allowances totalling £168; on £720 he 
would receive £156 allowances. In East Africa cost 
of living allowances at varying rates are at present 
payable. For example, in Kenya a married officer 
on £600 who has two children would be entitled to 
allowances totalling £120; on £720 he would receive 
£80 allowances. Income Tax at West and East 
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African rates only. Officers first appointed on salaries 
of £600 or less are granted outfit allowances. 

Above salary scales are those within which the 
engineer would first be appointed but good prospects 
exist, and will continue to exist, for promotion to 
posts entailing greater responsibility. 

Although most of the vacancies for Railway Engi- 
neers still existing occur in the West and East 
African Cotonies, a very few remain in other Colonies. 
Those interested should write to the Director of 
Recruitment (Colonial Service), 15, Victoria Street, 
London, S.W.1, stating age and professional quali- 
fications and giving dates when those qualifications 
were obtained. 


OFFICIAL 


THE, INDIAN AGENTS of leading British machine 

tool manufacturers require a SALES ENGINEER 
for service in India. Applicants should give full 
details of experience and training.—Box 15, The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 


London Passenger Transport Board 


A PPI ICATIONS are invited for the post of Civ'! 
Engineer (Maintenance) in the Department of 

the Chief Engineer 
The successful candidate will be responsible to the 
Cnief Engineer for maintenance and renewal work 
of permanent way, bridges, tunnels, buildings and 
signalling installation, and will be required to possess 


extensive experience of railway organisation, and 
general design and construction on the civil engi- 
neering side. 

Applicants, who must not exceed 45 years of age, 
must be Members or Associate Members of the 


Institution of Civil Engineers and, although not 
essentiai, the possession of an Honours Degree in 


Engineering would be advantageous The com- 
mencing salary will be £1,800 per annum. The 
successful candidate will be required to pass a 
medical examination and to reside within the 
Board’s area. Membership of the Board's Contri- 
butory Superannuation Fund is compulsory Canvas- 
sing, either directly or indirectly. will disqualify. 


1 


Applications, giving full particulars of education 
experience, professional and other qualifications, pre- 
sent remuneration and age, should be sent not later 
than August 31, 1946, to the Chief Staff and Weifare 
Officer (reference E.R./E.250), London Passenger 


Transport Board, 55, Broadway, London, S.W.1 





111 





Government Surplus Stores 


Ministry of immediate 


THE 
disposal:— 

$/310/29/1-2. Two 15-ton Steam Shunting (Rail- 
way Breakdown) Cranes, metre gauge; each with 
match wagon and open truck, fitted with M.C.B. 
automatic couplers, and through piping for Westing- 
house and vacuum brakes. Coal fired boiler. Lift- 
ing capacitics—With outriggers, 15 tons at 24 ft. 


Supply has _ for 


radius, 5 tons at 37 ft. radius; free on rails, 6 tons 
at 16 ft. radius, 1} toms at 37 ft. radius. Height 
of lift from 15 ft. below to 35 ft. above rail level. 
Speeds: Hoist, 15 tons at 20 ft. per min., 5 tons at 
60 ft. per min.; slew, 15 tons at 1! r.p.m.; travel, 
6 tons at 150 ft. per min. Weight of crane in 


working condition, 64 tons; maximum axle load in 
running condition, 10 tons. The cranes are new 
and unused and packed for shipment. Maker: 
Ransomes & Rapier Ltd. 

The cranes are located at Wivenhoe, 
Ipswich, Suffolk, respectively. 

Offers for either or both of these items are 
invited, No Forms of Tender are necessary and 
letters should be addressed to: Ministry of Supply. 
Director of Contracts, Great Westminster House, 
Horseferry Road, -London, S.W.1, England, to 
arrive not later than 10 a.m. on September 23, 1946. 
Envelopes must be marked “Tender Number 
124501 returnable 10 a.m.” Failure to mark the 
envelope correctly may result in a Tender not being 
considered. 

Purchasers in the British Isles must take delivery 
‘Free on Rail, Location’’ within two weeks of the 
date of issue of Release instructions 

Cffers from overseas buyers would be considered 
on * Free on Board ”’ basis in conjunction with all 
other offers received. 

Any Contracts made as the result of this tendering 
will be subject to the Department's usual Conditions 


Essex, and 





of Sale (Form C.C.C./Sales/1). a copy of which 
may be obtained, if desired, from the Ministry of 
Supply. Horseferry Road. London, S.W.1, England. 


Reference Number 124501 should be quoted when 


applying for this Form 


THE ** PAGET " LOCOMOTIVE. Hitherto unpub- 
lished details of Sir Cecil Paget's heroic experi- 


ment Eight single-acting cylinders with rotary 
valves An application of the principles of the 
Willans central-valve engine to the steam locomotive. 
By James Clayton, M.B.E., M.I.Mech.E. ae 
from The Railway Gazette, November 2, 1945 
Price 2s. Post free 2s. 3d 








cent.. less tax at 9s. in the £, on the 
ordinary shares, leaving £45,370 to be 
carried forward, as compared with £45,181 
brought in, 


J. Stone & Co. Ltd.—The report of J. 
Stone & Co. Ltd. for 1945 shows a final 
balance on trading account of £228,155, 
compared with £224,114 a year ago. An 
allocation of £50,000 is made to general 
reserve (there was no allocation last year) 
and the directors declare a final dividend 
of 15 per cent., making 25 per cent. for 
the year, as in 1944. The report states 
that cancellation of war contracts affected 
output, but substantial orders have now 
been received. 


Ransome & Marles Bearing Co. Ltd. 
Midland Area Representation.—Mr. J. 
Bayley, who has been the representative of 
Ransome & Marles Bearing Co. Ltd. in the 
Midland area for nearly 30 years, will no 
longer be taking an active part in the work 
of the area, but will remain available as a 
consultant and adviser. The Area Manager 
is now Mr. J. C. Bayley, who has assisted 
his father for many years. As more re- 
leases are made from the Forces, additional 
assistance will be given to Mr. J. C. 
Bayley. 


New Livery for Green Line Coaches.— 
When the first post-war Green Line 
coaches were being reconditioned by 
London Transport for restoration to ser- 
vice. a new and distinctive livery was 
devised. which will be applied to all 
coaches as they pass through Chiswick 
Works for overhaul. The new colour 
scheme retains the original dark Lincoln 
green paint below the waist rail and on 
the roof, wings, headlamp and side lamp 
casings, and for the side route boards. 


To provide a lightening and contrasting 
effect, the window surrounds are painted 
a pale Lincoln green. 


In addition, the 


waist line and roof gutter mouldings have 
been picked out in gold paint, 4 in. wide. 
Gold paint has been used for the !ettering 
on the side route boards and the legal 
notices, and for the words “ Green Line.” 
To complete the colour scheme the froat 
destination blind has a bright golden back- 


ground with black lettering, instead of 
white lettering on a black background. 


The interior finish has not been altered, 
the same furnishing and colour scheme 
being employed throughout as those used 
before the war. 


Scuthdown Motor Services Limited.— 
At the annual general meeting of South- 
down Motor Services Limited, the Chair- 
man, Mr. R. P. Beddow, spoke at some 
length on the satisfactory co-ordination 
of services that has existed for many years 
between the company and the Southern 
Railway. Facilities for interavailability of 
road and rail tickets and combined road- 
rail seasons had been extended consider- 
ably during the past year. Such examples 
showed that all necessary secedinatin of 
road transport could and would be evolved 
within the industry as it was constituted 
today without introducing a mammoth 
transport authority with all its inherent 
dangers and disadvantages. 


Nitrate Railways Co. Ltd.—Gross_re- 
ceipts for the year ended December 31, 
1945, were £204,421, an increase of £7,753. 
Expenditure increased by £12,314 to 
£257,172 on account of compulsory adjust- 
ments in currency salaries and wages, and 
higher maintenance charges. The loss on 
working the railway was £52,751, against 
£48,190 in 1944. Net revenue account 
shows an available balance of £184,765, 
out of which the directors recommend 
payment of a dividend of 14 per cent. on 
the ordinary and preferred converted ordi- 
nary shares, after which the balance to 


be carried forward will be £148,540, against 
£166,677 brought in. 


Yorkshire Traction Co. Ltd.—Speaking 
at the annual general meeting of the 
Yorkshire Traction Co. Ltd. recently, Mr. 
Raymond Birch, the Chairman, said that 
the company welcomed the return of the 
Traffic Commissioners and the restoration 
of the full pre-war licensing procedure of 
the Traffic Courts under the Road Traffic 
Act, 1930. The machinery worked ex- 
ceedingly well for 8+ years before the war 
and was the fairest and most enlightened 
form of control ever applied to any in- 
dustry in this country. Unfortunately, 
insidious propaganda had got many people 
to think that there was a problem to be 
solved in the road passenger transport in- 
dustry and that something must be done 
about it—there was, in fact, no problem, 
and nothing needed to be done, except to 
let the industry pick up its pre-war threads 
and develop still further its country-wide 
pattern of efficient public service. 

Skefko Ball Bearing Co. Ltd.—Sir 
Ralph G. C. Glyn, Chairman of the 
Skefko Ball Bearing Co. Ltd., said at the 
annual general meeting of the company 
that work would soon begin on an exten- 
sion to their factory at Sundon, and it 

was hoped that the new plant would be in 
production during 1948. Profits for 1945 
showed a decrease of some £50,000, and 
considering the fact that in the period 
under review they had been compelled to 
change over production almost completely 
from wartime to peacetime demands, he 
felt they could be reasonably satisfied at 
being able to maintain the final dividend 
at the same amount as last year. The 
company had a very full order book, 
which state of affairs seemed likely to con- 
tinue for some time to come, and produc- 
tion was limited only by the serious labour 
shortage. 
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Stock markets have been dull in the 
absence of improvement in the volume of 
business, British Funds becoming less firm, 


and industrials showed small indefinite 
movements, a waiting attitude prevailing 
with little selling in evidence. Imperial 
Chemical, Courtaulds, Lever & Unilever 


and other leaders were inclined to ease, 
but Metal Box shares were firm on the 


directors’ reference to a bonus’ when 
regulations permit. Dunlop Rubber lost 
a few pence in accordance with the 
general trend; the new debentures were 
active at 3} premium over the issue of 
101. Iron, steel and coal shares were un- 
certain, although in a few cases prices re- 


sponded further to estimates of break-up 
values. Elsewhere, North British Loco- 
motive strengthened to 29s. 6d. 

Argentine ‘rails continued to monopolise 
attention in the railway market, active 
conditions continuing, although there was 
a heavy setback in values, widespread 
profit-taking following President Peron’s 
statements which, if taken at their face 
value, would make any reasonable settle- 
ment of the railway problem extremely 
remote. 

The tendency has been to regard the Pre- 
sident’s remarks mainly as an initial bar- 
gaining move, and hopefulness apparently 
persists as to the outcome of the British 
Mission's talks. Nevertheless, the latest 
developments came as a shock to the 
speculative buying wave which recently 
has been in evidence in Argentine railway 
stocks. 

Although 


Argentine prices have fallen 
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well above current market levels would be 
justified. Nevertheless, the latest news in- 
dicates clearly that it is only prudent to 
regard ordinary and preference stocks of 
Argentine railway companies as carrying 
a good deal of speculative risk, at least 
until the outcome of the British Mission’s 
efforts are known. 

Absence of buying interest was indicated 
by a sagging tendency in home rails prior 
to the interim dividend decisions, junior 
stocks showing fractional declines. On 
the other hand, prior charges tended to 
strengthen in some particularly 
L.N.E.R. first and ~— guaranteed 
stocks. The latter offer attractive yields 
with good investment ssn while it is 
pointed out that nationalisation terms 
would have to give due regard to the fact 
that these stocks c: irry cumulative dividend 
rights. 

Junior stocks are now well below highest 
levels recorded last year, and in the case 
of Southern deferred the current level is 
only fractionally above the lowest in 1945, 
In fact, current prices would seem to 
suggest fears that nationalisation terms 
might prove to be below those of colliery 
companies. Nevertheless. events may well 
prove the pessimists wrong, particularly as, 
in the event of nationalisation, it can be 
expected the companies will make a strong 
fight for a fair compensation for stock- 
holders. 

Great Western has declined on balance 
from 57} to 563, but both the 5 per cent. 
preference and 4 per cent. debentures re- 
mained at 116$. although the guaranteed 


cases, 
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guaranteed stock further improved from 
100! to 102. The 4 per cent. debentures 
were again 107}. Last week’s rally to 27! 
in L.N.E.R. second preference was followed 
by a moderate reaction to 27, and the 
first preference lost 4 at 52; but a good 
feature was a sharp upward movement in 
guaranteed stocks, the firsts being at par, 
compared with 984 a week ago, with the 
seconds a point better at 944. 

Southern deferred was } easier at 204, 
and the preferred declined on balance from 
72 to 71. London Transport * C ” moved 
back further from 58} to 574. 

Reflecting the widespread reaction in 
Argentine rails, Buenos Ayres Great 
Southern has come back from 16 to 1334, 
the 5 per cent. preference from 354 to 284, 
while the 4 per cent. debentures were 72}, 
compared with 754 a week ago. Buenos 
Ayres Western fell from 19 to 163, the 44 
per cent. preference from 464 to 42, and 
the 4 per cent. debentures from 74 to 704. 
Central Argentine ordinary at 10 was a 
point down on balance; the 6 per cent. 
preference has fallen from 384 to 324, the 
4 per cent. debentures from 70 to oh and 
the 5 per cent. debentures from 754 to 


714. Buenos Ayres & Pacific receded 
from 9} to 8, and Central Uruguay from 
11 to 84. 


In other directions, Antofagasta issues 
eased, the crdinary to 10 and the prefer- 
ence to 464: but Nitrate Rails, in response 
to hopes that « decision as to an offer for 
the railway may be impending, have risen 
from 87s. 6d. to 90s. Elsewhere, United 
of Havana 1906 debentures further 


back heavily on balance, there was some stock eased to 1243 strengthened to 19. San Paulo ordinary 
recovery from lowest levels touched in the L.M.S.R. was 26}, compared with 27% at 51 were unaffected by the annual report. 
past few days. The view persists that a week ago, and the senior preference Canadian Pacifics (23) were again affected 
whatever the solution of the railway prob- eased to 76, although the 1923 preference by the downward trend noticeable in dollar 
lem, if it were just and equitable, prices at 54! was maintained in price: while the stocks. 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Traffic for week 3 Meee = resol ie | i — - 
, = | Shares e . 
Railways Miles Week : _|%s bani or Sun Bin No 
open ended Total inc. or dec, ° Increase or Stock ox ps ~~ 
this year Big el 3 19456 1944/5 decrease =~ as | 
£ é £ £ £ 
Antofagasta ... 0. 2s 834 14.7.46 41,260 14,600 28 899,150 856,050 + 43,100 Ord. Stk.| 12 83) 10} 
Arg.N.E. 00. ss wee] 753 6.7.46 ps.302,400 ps.14,900 | ps.251,000* —ps.287,500t —  ps.36,500 _ 10 53| 9 
Bolivar ves ate wee) 174 | June, 1946 3,692 948 26 25,836 30,275 | — 4,439 6p.c.Deb.. 84) 54) 64 
Brazil ... , ne ane -— Bonds 25 17 26 
B.A. Pacific one vee] BT 13.7.46  ps.2,250,000 ps.342,000 2 ps. 4,238,000 ps.3,816,000 + ps.422,000 Ord. Stk. 7 5 8 
B.A.G.S. see ee wee 5,080 13.7.46 _ ps.3,221,000 ps.312,000 2 ps. 6,642,000 _ps.5,799,000 + ps.843,000 Ord. Stk. | 138 | 104) 13} 
B.A. Western... «a wes] A 13.7.46 ps.1 165,000 +ps. 84,009 2. ps.'2,248,000 _ps.2,138,000 +  ps.110,000 ‘ 123} 9b) 16 
g@ | Cent. Argentine 3,700 13.7.46 | ps.3,163,715 +ps.255,415 2. ps. 2,997,715 ps.5,747,900 ps. 249,815 o» 92 7 10 
= Do. ee Sake Dfd. 5 23 | 6} 
8 | Cent. Uruguay ss "970 14.7.46 37,882 + 2,241 2 72,260 71,476 + 784 Ord.Stk. 7$| 4 8} 
q@|CostaRica ... ..  .,  262-| Apr., 1946 33,948 5,306 43 286,820 231,946 54,874 Stk. 164 13 13 
— | Dorada one <n ov 70 | Sune, 1946 35,600 1,820 26 186,275 182,375 + 3,900 I Mt.Deb. 103 102 99} 
©} Entre Rios .. bay eae 808 6.7.46 ps.410,200 ps.1,000 | ps.338,900* ps.411,200t —  ps.72,3C0 Ord. Stk. } 4h 8 
27G.W.ofBrazil  ... —..._ 1,030 13.7.46 24,100 1.500 28 785,400 699,900 + 85,500 Ord.Stk. 30/- | 23/6 | 226 
G (inter. Cel.Amer. ... 9... 794 | May, 1946 $195,228 $24,762 21 $970,923 $792,282 $178,641 - —|— 
ee 223 | June, 1946 4,812 2,294 25 33,039 36,929 — 3,890 Sp.c.Deb. 78 | 70 | 60 
= | Leopoldina ws oes WONB 6.7.46 57,091 2,624 27 1,501,444 1,281,372 + 220,072  Ord.Stk. 44) 34, 34 
S | Mexican ee ee 31.5.46 ps. 464, 000 +ps.459,100 21 ps.18,661,800 ps.13,441,600 + ps.5, 220, 200 Ord. Stk. rs i I 
3 | Midland Uruguay ...  .... 319 | June, 1946 9,346 2,137 52 223,623 217,535 + 088 — — | — | - 
” | Nitrate Sy acl 15.7.46 3. 655 4,219 28 119,287 95,916 23, 371 | Ord. Sh. | 75/6 | 67/6 863 
N.W. of Uruguay... ..... 113 June, 1946 5,098 350 52 66,462 67,138 - 67 - — | - 
Paraguay Cent. es ooo] . are 12.7.46 58,360 — G@6,560 2 @108,559 4123,302 | - 14,743 | Pr.LiStk. 79% | 77 73; 
Peru Corp. ves see, 1,059 | June, 1946 137,553 12,587 | 52 1,675,574 1,554,661 120,913 Pref. 10g) 73154 
Salvador ves nse ee) 100 | May, 1946 ¢ 123,750 c 11,750 44 1,517,450 ¢ 1,420,000 c 97,450 ~ — 
San Paulo ns. oul, - Ord. Stk. | 603) 50} 5Ixd 
Tait... vee ae 156) A June, 1946 4,025 4 230 52 41,020 35,700 5,329 Ord.Sh. | I7/- | 10/6 189 
United of Havana... —...._‘1,301 14.7.46 54,092 7,148 2 101,120 90,158 10.962 Ord.Stk. 3 l 13 
\iveguey Northern ... 73 June, 1946 1,229 - 249 52 20,651 19,583 1,C68 - — -- . 
id 
Bf Canadian National ...| 23,569 | May, 1946 6,156,800 1,366,600 21 30,910,800 34,842,400 — 3,931,600 — — | —|- 
& (Canadian Pacific . 17,037 14.7.46 1,326,250 312,000 28 37,506,000 41,881,000 — 4,375,000 Ord.Stk. 24 143 23 
s) 
Sarsi Lightt ... one om 202 May, 1946 21,465 + 90 9 54,465 48,562 + 5,903 Ord.Stk. | 131 123 1144 
Beira ... ves vee,- (204) Apr, 1946 75,610 2.752 28 508,964 536,577 — 27,613 —|—j|— 
Egyptian Delta oe «| 607 31.5.46 17,006 1,238 9 98,879 109,409 — 1,530 Prf. Sh. 10 8} 5 
3 } Manila ves pa - - B. Deb. 7! 554 69 
24 Mid. of W. Australia... .... 277. May, 1946 20,041 2,552 47 192,189 207,237. — 15,048 Inc.Deb. | 97$, 85 75 
& | Nigeria Sin 1,900 | May, 1946 326,207 48,577. 8 679,107 563,561 + 115,546 - —|—]|]— 
> | Rhodesia .. 2,445 Apr., 1946 523,706 + 52,416 28 3,517,997 3,491,415 + 26,492 — — | — | - 
South African . 13,301 15.6.46 1,085,901 64,003 I! 11,732,904 10,590,070 1,142,834 — —_ | — | = 
Victoria 4,774 | Mar., 1946 1,301,609 — 2,195 . — — — —|—-j;- 


+ Receipts are calculated @ 


Is. 6d. to the rupee. 


ERROR 














